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Master Car & Locomotive Painters’ Association. 





The following circular has been issued by Mr. R. McKeon 
Secretary, from his office at Kent, O., under date of Aug. 2: 

The Seventeenth Annual Convention of the Master Car 
& Locomotive Painters’ Association will be held in Chicago, 
Iil., on Wednesday, Sept. 8, next, opening at 10 a. m., and 
will continue in session three days, or until the business is 
completed. 

The Leland Hotel, on Michigan Avenue, fronting on the 
lake, has been selected as headquarters of the Association. 

Rates, 83.50 per day. The meeting will be held in the 

parlors of this house. Those wishing to engage rooms with- 
out extra charge should address the Chairman of the Com- 
mittee of Arrangements, John Rattenbury, care Chicago, 
Rock Island & Pacific Ry., Chicago, Ill., who will give his 
personal attention to securing the best of accommodations 
for delegates and their ladies. 

A general invitation is given to master car and locomotive 
painters throughout the states and Canada to attend the con- 
vention, and for their information we quote article 1X. of the 
coustitution, relating to membership. 

‘* The active membership of this association shall consist of 
Master Car and Locomotive Painters. 

‘On the respective railroads, and in car and locomotive 
shops, throughout the United States and Canada, on roads 
having two or more divisions, the foreman painter of each 
shop shall be entitled to membership. 

‘This organization is intended for the mutual improve- 
ment of its members, and for our advancement in all that 
pertains to the successful management of the railway paint 
shop; we aim to labor for the best interest of the corpora- 
tions by whom we are employed. Our discussions and inter- 
change of practical views at the annual meetings, are solely 
for the purpose of arriving at a better entedan of mixing 
and applying the colors used in the paint shop, and we labor 
to detect adulteration in paint stock, which is injurious to 
the reputation of the painter as well as ruinous to the rail- 
way companies.” 

The following list of subjects will be presented at the con- 
vention by the several committees appointed to report there- 
on. Any member of a committee unable to attend the meet- 
ing will please forward the report to the Secretary. 

1. What Remedies can we Employ to Prevent the Crack- 
ing of Painted and Varnished Surfaces? M. W. Stines, 
Barney & Smith Car Werks, Dayton, O.; Wm. Davis, 
Canada Southern, St. Thomas, Ont. 

2. Are Passenger Cars now Receiving Proper Care; what 
changes, if any, can be recommended to Lengthen the 
Durability of our Painting? Jos. Murphy, Louisville & 
Nashville, Louisville, Ky.; A. J. Bishop, Cleveland, Colum- 
bus, Cinvinnati & Indianapolis, Delaware, O. 

3. ResoLvepD, That Flat Surfaces and Flat Colors are 
Preferable to Glossy Ones for Interior Decoration and Fin- 
ish. Affirmative: E. L. Fetting, New York & New Eng- 
land, Norwood, Mass. Negative: J. C. Stout, Kansas 
Pacitic, Armstrong, Kan. 

1. What Improvement in the Methods and Materials now 
used in Painting Cars can you Recommend ? a 
tobertson, Michigan Central, Detroit, Mich.: A. NM. Brad- 
ley, Ohio & Mississippi, Cochran, Ind. 

5. Reso._vep, That when Paint on Baggage, Mail and 
Express Cars becomes badly Cracked, it is more Economical 
to burn off the Paint than to put on new Sheathing. What 
is the Comparative Cost ? Affirmative: C. E. Felch, South- 
eastern Railway, Farnham, P. Q.; Negative: F. M. Weid- 
ner, New York, Lake Erie & Western, Buffalo, N. Y. 

6. Would it not be Economy to use a Higher Grade of 
Paint Stock if it could be procured ? W. T. Ledford, Rich- 
mond & Danville, Richmond, Va.; John Rattenbury, Chi- 
cago, Rock Island & Pacific, Chicago, Ill. 

7. Does itmake any Difference in the Finish of a Coach, 
whether the Nail-holes are deep or shallow, large or small, 
or whether the Surface is Leveled up by the wood worker, 

or Filled up bythe painter ? Affirmative: W. E. Hibbard, 
Boston & Albany, Alston, Mass. Negative: D. Herbage, 
Flint & Pere Marquette, East Saginaw, Mich. 

8. Has the Paint Material that you have used in the past 
year compared favorably with material used in previous 
years? H. W. Walton, Providence & Worcester, Valley 
Falls, R. I.; Wm. Sharp, Lake Shore & Michigan Southern, 
Adrian, Mich. 

In addition to the introduction and discussion of the above 
subjects, there will be a large exhibit of color tests on panels, 
prepared by members of the Association in October last, and 
exposed to the weather ; the object being to determine the 
pooner proportions of cil, japan and turpentine, which should 

ye used in mixing colors to produce the results as to dur- 
ability, ete. 

There will also be a number of panels finished on the natu- 
ral woods by different methods, so as to ascertain which is 
the best adapted to the outside finish of cars where it is de- 
sirable to retain the natural color and grain of the wood. 

A copy of the constitution of the association will be fur- 
nished to foremen car and locomotive painters on application 
to the Secretary. 








Master Mechanics’ Association. 





Mr. J. H. Setchel, Secretary of this Association, issues the 
following list of committees and subjects for discussion at the 
Twentieth Annual Convention, to be held in June, 1887: 
1. Proportion of Locomotive Cylinders ; to give the best 
results, what rule should be followed for proportioning the 
cylinders of an engine, when the size of driving wheels, 
weight available for adhesion, and boiler steam pressure are 
given quantities. Committee, Charles Blackwell, Union 
Pacific; F. L. Wanklyn, Grand Trunk; E. Barnett, 
Canadian Pacific. 
3. Traction Increasers; their various types and relative 
merits; also cases in which their use can be recommended. 
Committee, R. H. Briggs, Chesapeake, Ohio & Southwestern; 
D. O. Shaver, Pennsylvania Railroad; T. J. Hatswell, Flint 
& Pere Marquette. 
3, Crossheads and Guide Bars; the various types in use, 
the materials and their construction, and results obtained. 
Committee, F. M. Dean; N. W. Howison; J. B. Henny, New 
York & New England. 
_ 4. Steam Packing ; the various forms of piston packin 
in use and obtained results. Also the most economical an 
satisfactory packing for piston rods, valve stems, regulator 
and air pump stuffing boxes, with results obtained. Com- 


mittee, J. W. Stokes, Ohio & Mississippi; Allen Cook, 
pimahe & Eastern Illinois; Henry Schlacks. Illinois 
Sentral. 


and most economical and expeditious mode of raising steam 
in firing up and the necessary plant for same. Committee, 


Tennessee, Virginia 
Danville. 
6. Coaling up Locomotives; the various plans in use, and 
their relative cost and efficiency. Committee, J. Davis Bar 
nett, Midland of Canada; James Strode, Northern Central; 
Charles Graham, Delaware, Lackawanna & Western. 
7. Standard Form of Tire Section. Committee, J. N. Lau- 
der, Old Colony; Jacob Jobann, Chicago & Atlantic; H. N. 
Sprague, Pittsburgh. 
8. What Control has the Engineer over the Wear of 
Driving wheel Tires ? Committee, John McKenzie, New 
York, Chicago & St. Louis: J. S. Graham, Lake Shore & 
Michigan Southern; Fred. B. Griffith, Delaware, Lacka- 
wanna & Western. 
The associate members appointed to read papers are F. B. 
Miles and Robert Grimshaw. 
The committees appointed to prepare obituaries or memo- 
rials of deceased members are as foliows: 
On M. M. PENDLETON, Messrs. C. W. Walker, J. F. Devine 
and James McGlenn. OnG. E. BoypEen, Messrs. J. N. Lau- 
der, George Richards and Joseph M. Whitlock. On 8S. H. 
DoTTERER, Messrs. R. C. Blackall, H. W. Eddy and O. 
Stewart. On J. C. McCung, Messrs. J.S. Turner, H. P. Ol- 
cott and A. H. Watts. OnJonn Ivanson, Messrs. James 
Patterson, E. A. Campbell and James Meehan, C., N. O. & 
a. &. ie Be 
Other committees are announced as follows : 
General Supervisory Committee, Printing and Boston Fund: 
William Woodeock, Jacob Johann, R. H. Briggs, Geo. Rich- 
ards and J. H. Setchel. 
Standing Committee on Subjects: T. B. Twombly, Chi- 
cago, Rock Island & Pacific; Charles Blackwell, Union 
Pacific ; George Hackney, Atchison, Topeka & Santa Fe. 
Committee of Arrangements for Twentieth Annual Meet- 
ing : George W. Cushing, Northern Pacific, St. Paul, Minn. ; 
Clem. Hackney, Union Pacitic, Omaha, Neb.; R. W. Bush- 
a Burlington, Cedar Rapids & Northern, Cedar Rapids, 
owa, 


W. Gentry, Richmond & 








Bridges Authorized-at the Late Session of Congress. 





*. 
At the late session of Congress acts were passed authorizing 
the construction of bridges as follows : 
Across the Mississippi, at or_ near Dubuque, for railroads, 
wagons and foot passengers. It isto be built by the Chicago, 
Burlington & Northern Railroad Co.; may be built with or 
without a draw, conditions to protect river traffic being im 
posed in either case. 
| the city of Detroit, to connect Belle Isle with the main- 
land, 
By the Covington & Cincinnati Elevated Railroad & Bridge 
Co., across the Ohio. 
By a bridge company, across the Red River, between Texas 
and the Indian Territory, near Dennison. 
Substituting the Chicago, Burlington & Northern fur the 
Winona, Alma & Northern Railroad Co,, in the act author- 
izing the bridging of the Wisconsin, Chippewa and St. Croix 
Rivers. 
By the New York & Baltimore Railroad Co., for the 
Baltimore & Ohio, across the Kill von Kull, or Staten Island 
Sound. 
By the St. Joseph & Rio Grande Railroad Co., across the 
Missouri, near St. Joseph. 
By the Central Missouri Railroad Co., across the Missis- 
sippi, at or near Alton. The company may make it a wagon 
and passenger toll bridge if it chooses, 
By the Chicago, Freeport & St. Paul Railroad Co., across 
the St. Croix, from Prescott, Wis., to Stillwater, Minn. 
By the New York & Council Bluffs Railroad Co., across 
the Mississippi, near Keithsburg, Il. 

By the New York & Council Bluffs Railroad Co., across 
the hhinois, near Lacon, and over the Des Moines, in Iowa, 
anywhere. 

y the Winona Pontoon Bridge Co., a pile pontoon railway 
and wagon bridge acro=s the Mississippi at Winona. 

Across the Yellowstone, in Montana. 

By the Wabash Railroad Co., across the Missouri, near 
Kansas City. 

By the Nashville, Jackson & Memphis Railroad Co., across 
the Tennessee. 

By the New York & Council Bluffs Railroad Co., across 
the Missouri, near Council Bluffs. 

By the Inter-State Rapid Transit Co., across the Kansas 
River, in Wyandotte County, Kan. 

By the Chicago, Milwaukee & St. Paul Railroad Co., 
across the Missouri, in the counties of Clay, Platte, or Jack- 
son, Mo. 

A pile and pontoon railway and wagon bridge across the 
Mississippi at Wing. 

By the St. Louis & Kansas City Short Line Railroad Co., 
across the Missouri, near St. Charles, Mo. 

By the St. Louis & Kansas City Short Line Railroad Co., 
across the Missouri, near Saline City. 

Across the Red River, in Texas. 

By a bridge company, across the Missouri, near Atchi- 
Soll. 

By the Dakota Central Railroad Co., across the Missouri, 
near Pierre, Dak. 

By the Chicago, Milwaukee & St. Paul Railroad Co., 
across the Missouri, near Chamberlain, Dak. 

Across the Menominee River, Wisconsin, and sundry 
bridges over You 
ton Territory and Oregon. 








Gonteibutions, 


Culverts. 





PHILADELPHIA, Aug. 7, 1886. 

To THE EpITOR OF THE RAILROAD GAZETTE : 
In answer to W. O. Lelimé in your issue of Aug. 6, a box 
culvert, constructed as per fig. 1, is very bad practice, because 
the walls are undermined as soon as the paving commences 

















to wash out. A culvert built as shown by fig. 2 will not wash 
out unless the paving and material between the walls is cut 
out below the foundation. 





5. Locomotive Preparation ; washing out and lighting up 
comoti ves, showing the best system in use for washing out, 





*s Bay and Williamette River, Washing- 


I would suggest that all box culverts should be built as 


Hydraulic Drop Tables. 


G. W. Ettenger, vay ye & Ohio; W.H. Thomas, East | To THE EDITOR OF THE RAILROAD GAZETTE : 
& Georgia ; T. 


Gould any of your readers inform me of any railroads that 
are using hydraulic drop tables, and greatly oblige a 
SUPERINTENDENT OF MACHINERY?! 








Piece Work. 





Vv. 
METHOD OF INTRODUCING AND FORMING A SCHEDULE 
OF PRICES.—CONTINUED. 
It has already been said that it is very important that the 
prices fixed upon be correct. To insure this result let the 
work of obtaining them be proceeded with cautiously, tak- 
ing a few parts at a time, in order that the foreman may be 
able to give each job the necessary supervision, and that the 
workman may know that the time he spends on his job is 
carefully noted. After the preparation of the list, the fore- 
man will be able to fix and enter in it many prices with- 
out trial, from the knowledge he already possesses of the 
time required to dothe work. To procure others for which 
he lacks the required information, the adoption of the sys- 
tem of ‘‘ Service Cards” already referred to and further 
illustrated will best serve his purpose, if he is careful to 
enter upon these each job he gives to a workman, the 
nature of the operation and the time consumed in perform- 
ing it. 
The following ‘‘ Service Cards” contain the record of 
the time required to finish six rocker arms and two links, 
and illustrate the method of recording the operations in 
each shop : 
SERVICE CARD. 




















M.P.NO. SMITH SHOP. 
ey ee ., 1885 
ae =| l | 
° oO | tle! wi 
G8 bagi Pi EE 
° 
Description of & x m2 | Sa | - | s |e 
parts, 5 ; italigl S18 |e 
H > 2 e& | ° 
: - & ° Ss | . 
le po r 
6 Rocker arms.| Shaping.|S. O. 727]...... | 8% | 16.00) 8.114 
- os Bending.|8. O. 727]..... 6 12.00; 6.48 | * 
fey 
| | 
Names of work: | ay ‘Rate pa | Earnings. | 
men. work. hour. | 
Pat a sae 
Jas. Muhall..... 14% $4.21 1 
> Se 14% a 3.57 
J. Roost ...... BED escthins sak 2.14 
O. BASER, .cc00. ; 14 haa, <ikleoe 214 Correct. 
H. Fanning.... | ae ea 1.64 
W.H. Myers... 146 oe Dele 1.42 G. L. Jopy. 
Foreman. 
SERVICE CARD. 
u. P. NO. SmitH SHOP. 
Di csaccctanscsves , 1886, 
lo} j 
$ o | OB) oe! Fy |p | 2 
3 5 $216 e|g 8 
Description of = | re | ee | S o 
parte. g : |r tig | 1S 1G 
5 a;-a Fis . 
4 - ..@ s . ; 
“4 - @ a | ° 
|_ $ | $ | 
6 Rocker arms. Forging. 8. ©. 727). ..... 38 5.00 ime: 
| | ! 
| 
Names of work- oy ‘Rate Per| warnings. 
men. work. | hour. 
$_ 
G.A. Zink..... BB. iscsseaves. 14.49 Correct, 
A. Kaucer...... 38 Loaeenepews 7.84 : 
. Rapp ..... 38 | 7.57 G. L. Jepy, 
Foreman. 
SERVICE CARD. 
M.P.NO. MACHINE CARD. 
Date -, 1886, 
© ?) | x ma) | ice] | 
BO 6 lsei ge) es) a 18 
Description of 2 w wel ee) oe | 5 |B 
parts. S . | & a 
= : | a): 2 2 ° } ° 
e | . & }: g 8 } 
6 Rocker arms, 
Class * B”....|Ipspect- | 
| ing lay- a 
ing off...8 O. 727) 4 |. os jeoeeve} 1.10 
| 
i ' | 
Hours 
Names of work- piece Rate per Earnings. 
men. work | " | 
— = | 
\ \Correct. 
W. Wolford ... None. | 27% $1.10 


ie FitZpPaTRICK, 


Foreman. 








shown by the inclosea skecch. M, F. B, 
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SERVICE CARD. 





























M.P NO. Macuine Srop. Sree , 188 
| | ! = 
o 12 1 ae el Zl ele 
ee eee: 
Description of £ re? | 7 |e |e 
parts. | g : Leesa : =a | @ |G 
| E : - : 5 e ae ies 
Bit Lolacs “Th. ee a a 
| e rs -“Wi-@i) & | 
iow ee as i | | ‘ A, | 
‘ie a mn a Ps 
6 Rocker-arms.. | | } 
class P A.....|Boring . |S. O. 727.) .. ..| 23 | $1.08) $6.48) 
6 Rocker-arms.. | furning..|S. O. 727.)...... | 45 | 2.25/13 50) 
' ‘ 
Hours | evita 
Names of work- F Rate per! 
men! Bae hour. Earnings. 
ie ote) | Correct. 
A. Hamilton... 68 | Deeanh®, aaite $19 98 ie FITSPASRPO. 
‘oreman. 
| 














SERVICE CARD. 
































































































































M.P.NO. MaAcHINE SHOP. atectatwncey snus . 188 
° Q a] & 
=) > 4 mR a a <s 2 2 
5 5 of i of]| $ 5 |8 
Description of ad % ee | Re 3 i& 5. 
) 3 eo its me ee hee 
= i=] | ° . 
: ®! 8/38 : 
4] .3) 2 | 
eC s | ae 
6 Rocker-arms, | 
class P.A ....|Shaping../S. O. 727.)...... 9 | $0.48) $2.88 
6 Rocker-arms |Slotting..|S. O. 727.) ..... 12 40) 3.60 
"2 | 
N f Hours Rate . 
ames of work-| piece lh gg Earnings. 
work. g i | 
See aan | Correct. 
F. Warner.. ... ae: re meee: $6.48 (|B. Firzparrick, 
| Foreman. 
SERVICE CaRD. 
M.P.NO, MacHIne SHop. SENS ccteveun eval seaside , 188 
a ea ae ae <td al Oat ae 
° io) }; | & 
¢ | f |abl ak) 21 218 
3 a |85/ss/e| 2/8 
Description of c © = | Ziézgilis 
parts. 3 : lial. a ee Nee 
5 | ; : ee i 
: ae: Ee 2 ee ye ee: : 
| e I « ie oO os | 
| | } | 
> oe | 
6 Rocker-arms, | | 
class P. A..... Finishing) 
vise- } } 
work.../S. O. 727.|...... 42 | $2.00! 12 00) 
2 le iy | | | 
| Hours | | | 
Names of work- i |Rate per : 
aan, bw | hour. Earnings. 
a a Correct. 
Geo. Small...... 42 seuasns $12.00 |B. Frrzpatrick, 
| 
| | Foreman. 
SERVICE CARD. 
M. P. NO. SMITH SHOP. ERR ret eer , 1886 
rem ———— : — —s oe Se = 
| | 
° | 2 = ‘ct| & w 
7 1 8 lagi selec] § 1% 
3 x |$5|e8 Beso 8 |g 
Description of = | | ©" | ee |. So 2 3, 
parts. | § | e Tilia 13 18 
: 5 epi: 2] ‘ee : 
- 4 | : $ | 33) 
| | | 
az a & — . oe oe ok 
2 links....... .. Blocked, | | s| ¢$ 
De ck | alte asi Pere l (16.00) 2.40 
2 ©. Gea. «< B 1 ocked) | 2< | 
<n) Peper Deas ) {}16.00! .40 
| | 
| | 2.80) 
Hours | 
: Rate per : } 
Names of work-| piece Earnings. | 
men. work. hour. - | 
| 
BET A an ae ae ee | 
J. Tryshall. .... 2 2916 $0.77 
J. Ro st... .. 2 20 53 | 
H. Hartman ... 2 15 . 
© Rodenbeck.. 2 15 -39 ~=|Correct. 
a eae 2 13% 36 | 
Hi. Ranning. 2 13 36 | G.L. Jupy, 
$2.80 | Foreman. 
SERVICE CARD. 
mP.No. Macaine SHOP. NR ee , 1886 
) eo | | mt 
5 4 s 5 | 4 5 He) o | 2 
5 5 ef icf |B=| g 3 
‘ J] oR | 3a /\/3a/a° = > 
Description of = ® | = ee - 
parts. 7 ° Jia}: 3): | @ |a 
’ ; : 72 |' 
. e ° al . @ = a : 
: | 1S a 3 
$$ | —— | | — nt 
$ 
Ove pair links.. LOM. Brsehn in |. areal 
One pair hang-| Testing wo i 
ers.... it £4 and | 3 A, SRR ARR, Seen 
One pair dies ..| laying | { = nn oe eee eee | s aientale 
One pair link) out. | } 
saddles. ..... ; = B baswis [sores 0.82 
Hours | 
Rate per 
Names of work-} piece Earnings. 
=e oebkx. bour. | Correct. 
| B. FITzpaTriox, 
, me ee Ce 27% $0.82 Foreman. 


















































































































































SERVICE CARD. SERVICE CARD. 
M.P. NO. SmiTH Sxop. eee ere ere , 1886 §. Fivey, Rapes vce. Ne 2 eS 1886 
ea apm ao STE my ee once irs ete 
=) = l eB laeleesl & z | © | 8 |lqoleoel/a}6 12? 
ae F (35/95 \s2e\ 8 | 8 on | 32 | 8 leeleg] 3] ale 
Description of! = 3 [wr | we ls Fo! gS cs Description S m ra | ae _ a |e 
parts. | § alizl | 2 |e] of pare. 8 : of: lig | 818 18 
| 3 |: 2 | 81 Fy : | at : \:ei: 8) g ae 
| “4 + @ |: aA : ai:6 = 
——____ — | ——______ \(—_ —_ -—-_— _—= —_ ——— a » — | —_——— eS | eS 
2 lifting links. ..|Blocking | § $ | $ | $ 
CfA EPR RE ge 18.00} .30 One pair link! | | 
Zo Nw etehiing!..... co. |uccccc]ecnees | °35}  :7u Gees. 6s .deu | Turning.'5 Class 1.|..... 3 | 42] .84| 
2 link sacdles ..| Blocked! | One pair hang-| 
| Owt....|.. |p.ton) 1800, .46 BEB ono 0.0j00's a50 i ? wae 3 -5V | 1.00 | 
=” ..|Finishing).. foes hex | -50) 1.00) One pair sad-| | 
2 links... ihe: tea placeeuree beers se | 1.25) 2.50) le ree 7: 4 | .56 | 1.12} 
ee Se spitind eee ato Bod! vee | 05) .10 One pair die! 
2s ** plates “ seoe.-| 04) = .08 eetsss athaes ot * OO, Teese 3 | 42 | .84)} 
| 12 | 5.14 mate ane adn ine a Pannen 
ee ss Se Te Oe ~ - Hours 
s | aes ork- pame Pee Earnings. 
ours | . work. : 
Names of work-| piece |Rate per! Rarnings. Correct. 
men, work, | our. SS ee ee : 
| | ' B. FITZPaTRIOK, 
Le, | ~~~ |Correct. J. R. Bitner.... ih (ee 3.80 Foreman. 
T. Lvman...... 122 | & 43 
P. Weber........ 2 | 12% 1.7L | G.L. Jupy, ne 
$5.14 Foreman. SERVICE CARD. 
L se ete ++. | MP. 580. Macuins Snor. 
ee lie = c- ee 7 , 1886. 
SERVICE CARD. Cres es ae Cera | 
2} oR [Bl Bs) Be 
M.P.NO. MAcHINE SHOP. | @ | 8 |88)382)/ 3/4318 
Date................) 1886. Description | 8 | & | p@| Za 5 |e {8 
ia. of parts. } Ss . |: =| | 5 
ee ——— ae ; }: 81-8) § | 
° 9 ml! ml» gf ip aa pS ):8) & | 
=) = 42/49 r @ y's ais ee | | | 
g e cE iss fe) re} 5 — See a ee teres mae 
Description of = nm Sz 22 ® = S | | 
parts. 4 - ol rw’ | 3 om | ae en \. eee Se ae =| 
= > jig] 3 @ | & | One pair lioks..|Fitti'g up|5 Class I.|...... 53 | 9.00/18.00)2 = 
: Bi:3/ 8 1: |: | | 8 = 
< + @ | _ | Bs 
—|—— || || —|— |— | | | | |3 
One pair links..| Planing. |5 ClassF.|... ..| 9 | $1.31/ $262 | | 33 
i. *  hang- | | | | > 
eee an 2 .32| 64 | | SF 
One pair link | | a5 
OMS iesiet : ae Sere) 9 | 1.85] 2.70 | | | | os 
One pair link! | To z picigueta dans Ea a a ne 
= a ga x see ree } 1 | 82) .32| | a | | 
ne air INK} | 7 | ours 
saddles........ “ gu re | 1%| .23| .46| | N@amesof work-) piece [Rate Per! warnings. | 
| ep. work. hour. | 
| | , | | Correct. 
: . see | a bes ir as laa |B. FirzPaTrRick, 
| | 
:. “ _| Hours | G. Needbammer| SO |} BAGO Wocc. sccseks. | Foreman. 
ee ware Diece “oe Earnings. | fe Cet Ne Pe ee | 
= me ie pee |\Correct. There is still another trouble which the foreman must 
So ae ee ce $6.74 |B. Frrzpatricx | Suard against, and that is the disposition on the part of some 
| workmen to nurse a job as long as they can safely do so, in 
| Foreman. | order to obtain excessive prices. This, however, though it 
- -— — — may occur, will be corrected in the near future. Once a 
foreman becomes interested in the work of obtaining prices, 
SERVICE CARD. he will watch results very closely and give his men few oppor- 
M.P. No. Macuine SHop. tunities to impose on him. We predict also, that as he extends 
SEPA ae ae , 1886, the system of piece work, he will soon notice a change for 
ae oa seen the better in the output of his shop, which will stimulate him 
i nm l we to greater efforts to reach the end of his task. We confi- 
= ada 23 lg 2 S ® | dently predict, also, that he will accomplish his object with- 
Description of} 8 x ad | 53 & | & : out a realization of much of the trouble and discouragement 
parts. s : ee ae | & | which he had pictured to himself at the start. 
P breio@l| gi: |: F. D. CASANAVE. 
: ee) = | jel iiais 
| f—_o-} Sot Sree aa TULARE Ciry, Cal., July 27, 1886. 
One pair links..| Slotting. |5 Class I)...... | 14 | $2.35] ga.70| To THE EDITOR OF THE RAILROAD GAZETTE : 
} | } I believe piece work to be the best way of doing work, as it 
| | | would abolish ‘‘ botchers” and “ pensioners” and diminish 
a a a strikes. The principle of paying men for what they actually 
Names of work- —_ |Rate per) Werdings do is doubtless sound. 

— work, | hour. “ul I would like to ask Mr. Casanave how in putting a price on 
fs aa) jae pl pemrace work finished in the machiue shop he provides for bad forg- 
¥. Scherd. a $4.70 |8. Frrzparricx, ings from the blacksmith shop ? ‘ 

Let us take follower bolts for piston work : A bolt to be 
| Foreman. | finished to % in. can be made just as good if it is forged of % 
= on ———— in. round iron; turning off from \ to ¥/ of an inch, which I 
have often done, does not add to the quality of the work. 
SERVICE CARD. The cost of finishing is often increased from 50 to 300 or 400 
M. P.NO. MACHINE SHOP. per cent. by bad forgings. W. DE SANNO, 
Date...... si ...0 9888. Engineer and Machinist. 
ee tao Le = a a Doane’s Patent Duplex Flooring Machine. 
oS | o | mam) F S | ‘ ‘ ‘ 
= . (as 22 | 2 | 8 |g Many wonderful achievements in the various branches of 
Description of 3 a ga Sd geen E | science and mechanics are continually being made for reduc- 
roy s Is :g| 4 2 | = ing labor, improving methods, increasing capacity, and at- 
| _ . . ae . 
: & | 3 | - P. : | taining greater results. But perhaps in no department has 
tees greater progress been made than in that of wood cutting ma- 
‘ acme | hivind a on ~~ | chinery. Those conversant with the state of the art 50 years 
Drilling | | | “+ ¢ : , ‘ 
One pair links ) | and (5 Class I.) 414 |$0.53/$1.06 ago, who contrast it with that of to day, cannot fail to note 
reaming | | | } the remarkable developments that have taken place. Then 
One pair link } , i 
a P cee Drilling | * Siaess| OR os le | 47) «sal the logs were conv erted into lumber by hand, or the slow old 
One _ opair link | | reciprocating saw mill. The surfacing as well as the match- 
08 7S link ‘ Mo |eseeee | 1 | 12) .22 ing of lumber was done by hand. The window sash, doors 
hangers.......| 8 hades | 3% .35| .70 and the mouldings for our dwellings as well as the furniture 
One pair link a ma a with which they were furnished, was also all made by hand. 
| en ae oo 1 | Sk «CO? = 7 
| | A mechanic who could work 400 feet of flooring per day was 
| | | regarded a prodigy. Now, how different. Instead of this, 
‘ee i — | inventive genius has given us machines capable of performing 
Hours | more than 300 times as much work in the same time, and 
‘ome work- Lae a | Zaramegs. equal to the labor of more than 200 men. And this may be 
I 7 | Correct. said of most every department in which wood tools are used. 
rn a | nue tn ¥ A recent invention, which appears to deserve the attention 
J. Finlayson... EB freee eevee $2. » SITEPATRIOK, | of lumbermen and is likely to growin popularity, is a 
Foreman. | duplex planing machine for finishing two pieces of lumber at 





once. Messrs. J. A. Fay of Cincinnati fare the first, we be 
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DOANE’S PATENT DUPLEX FLOORING MACHINE. 
Made by J, A. Fay & Co., Cincinnati. 





lieve, to bring out and introduce machines to perform the | work, attracted the attention of machine builders to the im- 
result described. Asa matter of interest to many, we place | portance of greater rapidity of operation, in order to com- 
before our readers a fine engraving and description of this | pete with it, and the result has been that the speed of the feed 
remarkable machine. It will plane on both sides, and tongue of planers has been much increased, while tbe work produced 
and groove all four edges, and work a bead upon the top sur~ | has been, in most cases, correspondingly inferior when work- 
face of two separate flooring boards at one operation, with a ing to their full capacity, and the necessity has arisen for 
capacity of 40,000 to 60,000 ft. per day, according to the | machines which would produce a still greater quantity of 
speed of feed at which itis run. Itis the result of a long-| work of superior quality, with a corresponding reduction in 
continued series of experiments, the design and aim being to | labor. The accompanying engraving is a correct representa” 
generate a machine capable of performing a much larger | tion of such a machine, which is thought to be the most per- 
amount of work per day, and at a greatly reduced cost of | fect of this kind yet introduced. It is the embodiment of 
production than any existing machine. It is claimed to be | much care and thought and is covered by several letters 
the most rapid and powerful planing and matching machine | patent, which fully protect it. It is said with this machine 
that has ever been designed, and where large quantities of one man can feed 40,000 ft. of lumber easier than 20,000 ft, 
flooring is daily required to be made it will perform the task | through an ordinary planer. It is remarkably simple, and 
with wonderful economy of time and labor, while the quality | the arrangement and combination of its parts are such that it 
of work is of the highest standard. is at all times under perfect control of the operator, and are 
The introduction of the Fay & Co.’s lightning flooring ma- | of a character to not only greatly enlarge its capacity, but 
hine a few years ago, with its largely increased capacity for nbhance its efficiency. It is constructed upon a massive 





and heavy frame, with broad sole plates, affording large 
floor area, duplex feeding in rolls, duplex upper cut- 
ting cylinders, duplex matching works, for operating 
upon the edges of two boards at one operation, duplex press- 
ure bars for the under cylinder, and duplex beading at- 
tachments, one for each board. The feed rolls are of large 
diameter, two set in front of the upper, and one set after the 
lower cylinder. These take the lumber entirely out of the 
machine, and retain each board always in a straight line. 
The feed rolls are gibbed to planed upright stands, and driven 
by a train of heavy patent expansion gearing of Fay & Co.’s 
invention. The cylinders are made from solid wrought steel, 
slocted on all four sides, with chip breaking lips for cross 
grained lumber. The duplex upper cylinders, also the lower 
cylinders, run in specially long and heavy bearings, with 
large pulleys for wide belts, and driven direct from the 
counter shaft. The upper cylinder frames and bearings are 
planed to fit upright stands, which are cast to a solid bed 

extending across the machine, which not only ties them 
together in the most rigid manner, but always retains them 
in line. The upper cylinders raise and lower, both simul- 
taneously or independently, and have adjustable pressure 
bars before and after the knives. Those before the cut can 
be set in close proximity to the cylinder, and still follow its 
periphery without liability or danger of contact with it. 

The matching works are adjustable to suit the width of the 
board from the working side of the machine. The pressure 
bars over the under cylinder are duplex, and have both a 
simultaneous and independent vertical adjustment, or by re- 
moving a pantle, can be thrown out of the way for access to 
the cutters. ,The lumber platen has the duplex board guide, 
also patent duplex automatic edge feed, for carrying the 
board to the first feeding rolls. This is an advantage over 
the old method, as the lumber is moved in a straight line to 
the feed rolls, and through the cutting tools, even if warped 
and crooked. In ordinary fast-feed planers, the cutting cylin- 
ders run at a very high speed, with a feed of \ in. to 4 in, 
at each revolution of the cylinder, which necessarily causes 
inferior work. With this machine it is just the opposite. 
While the cylinders are run at the usual, speed, the feed is 
slow, permiting the easy feeding of two boards by one at- 
tendant, and yet on account of its duplexity it is capable of 
an enormous amount of work. The capacity of this machine 
is to plane two sides up to 6 in. thick, and match up to 8 in. 
wide on two pieces of flooring of unequal thickness simultane- 
ously. 

Messrs. J. A. Fay endeavor to use only the best material 
and labor in the construction of this machine. All the re- 
volving parts are balanced with care, and all surfaces are 
planed to fit. Every machine is subjected to a thorough and 
practical test, to sure perfect completeness in all its parts, 
and is guaranteed to perform as stated. It weighs, boxed, 
about 13,000 lbs. For further particulars, address the pat- 
entees and manufacturers, Messrs. J. A. Fay & Co., Cincin- 
nati, Ohio. 








Foreign Technical Notes. 





A signal torpedo is being introduced on the Austrian 
railroads which presents some curious advantages. Instead 
of being placed in position, it is shot backward by a spring, 
being attached to a sort of carriage which enables it toslide 
along the rail but does not allow it to fall off. By regulat- 
ing the action of the spring the torpedo can be sent any re- 
quired distance up to three hundred yards. All that the rear 
brakeman has to do is to place the torpedo slide on the rail 
and give the spring the necessary impulse for putting it 
exactly where he wants it to stop. Itisso arranged that he 
does not even have to leave the car in order to do it ; the 
signals can thus be given while the train is still in motion. 
The whole apparatus weighs about half a pound ; it rises less 
than a quarter of an inch above the level of the rail. Of 
course a special form of torpedo is required for each particu- 
lar style of rail. 

The inventor has also made arrangements by which a 
whistle may be attached to these torpedoes, in order that the 
watchmen, etc., along the line may be informed of the send- 
ing of these signals. It is operated by a rubber bag full of 
compressed air which is fastened to the torpedo, and moves 
with it. 








Burlington Brake Tests—Brake Beam Pressure Dia- 
grams, Widdifield & Button Brakes. 





We begin the series of diagrams, which we shall publish, 
giving the results of the Burlington brake tests with those 
showing the variations in the brake-beam pressure of the 
Widdifield & Button brake in two runs of four stops each. 
For greater clearness we have combined the two diagrams for 
each of the four stops together, giving them the same base or 
zero line and the same starting point on that line for the be- 
ginning of the stop, marked by a’small circle. 

The moral to be drawn from these digrams, as well as from 
the others to be presented hereafter, cannot be fully appreci- 
ated without comparing them together. Pending their ap- 
pearance we may say, however, that the brake-rod tension 
on the air and vacuum brakes is applied very gradually 
indeed even in emergency stops, requiring a distance of 300 
to 600 ft. after the brakes begin to go on before they are 
fully applied. With all the buffer brakes so far tested the 
application of the tension and pressure is quite sudden, even 
more so in the direct-acting buffer brakes than in the Widdi- 
field & Button shown herewith, which applies the brakes by 
the buffer pressing a friction wheel against a combined wood 
and paper spool on the axle. It is therefore necessary for 
the axle to make from two to five revolutions before the 
brakes are fully applied, all of which is accurately indicated 
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on the diagram. With the direct buffer the line is often 
practically vertical. 

The two series of diagrams shown were each for 25-car 
mixed trains, half the cars (12) being loaded and half (13) 
empty, and three-quarters of the load being in the rear half 
of the train. The great contrast both in the power and the 
action of the brakes is due to the simple fact that in the first 
test, showing the lowest brake tension and the greatest ir- 
regularity, the buffer brake was acting on all the cars, while 
on the second run, showing the best action in all respects, the 
rear 13 cars had no brakes on, so that they pressed down 
with their full force on the autographic recording car, which 
was in the middle of the train. 

The details of the runs are shown in the following com- 
parative figures, the specified stops for each run having 
been : 

Stop 1—20 miles per hour on a level. 

“ 2—40 oe “ 


“ 


_ oa ri one per cent. down grade. 
“ 4—40 “ “ce ae “ ‘ 
Run 1. Rup 2. 
Stops 441-344, Stops 811-814 


25-car mixed train. 25-car mixed train. 
11 loaded, 14 empty. Brakes on front 12 





All cars braked. only. 

Stop 1—Speed..... - 22.0 223 
Distance. . 593 57 

PUNO ses iis = 32% 28 

Stop 2—Speed.... ........... 40.5 39.3 

Digtance.... ........ 1,889 1.858 

gener fo) wy 6416 5634 

Stop 3—Speed........ ....... 21.0 21.4 

Dicetance. ... .....+-- 536 800 

, _ _ eeeegsg aie foe: 26 3914 

Stop 4—Speed........ .. .... 41.3 42.8 

Distance.... ... .... 3,025 3.565 

TR ccs ondicouun ae 9444 9416 


(Official corrected distances and speeds.) Eames engine- 
brake, straight vacuumemergency stops. System of number- 
ing stops, used on all records : The hundreds indicate the day 
of the tests, running from 1 to 20; the tens indicate the 
number of the run on each day ; the unit the number of the 
stop. Stop 341 indicates stop No. 1 on the fourth run of the 
third day of the tests, ete. 

The beginning of each stop is marked by a small circle, 
directly above which is given the initial speed in miles per 
hour. The speed written nearest the base line is for the 
jower diagram (Run 1—Stops 341-344), and the one above it 
for the higher diagram (Run 2—Stops 811-814), or those in 
which the brakes on the rear car were cut out so as to permit 
them to press more forcibly on the middle car, which was 
the rear braked car, and consequently had its efficiency 
greatly increased. 

The comparative pressure on the brake-beam is in an im- 
portant sense a false standard by which to compare the per- 
formance of different brakes, on cars of different weights, be- 
cause the weights per axle, and hence the admissible brake- 
pressure, are different. We have, therefore, added a scale 
at the left of stop No. 2, showing the efficiency of the brakes 
in per cent. of the total weight on the braked wheels, which 
is really the fairer way of presenting it, since it may be as- 
sumed—at least it ought to be assumable—that each company 
has prepared, so far as the nature of the apparatus permits, 
to graduate its brake pressure according to the weight of its 
cars, so as to make it as high as is safe ; the usual limit being 
that the brake pressure shall be from 90 to 100 per cent. of 
the load on the wheels. 

That +his was not fully considered is evident from the fact 
that no attempt was made by three out of the five competi- 
tors even to equalize the pressure on the brake-beams by the 
cheap addition of a dead-lever, so as to gain the full advan- 
tage on all the wheels of the pressure cn the most 
forcibly braked wheels. This neglect reduced _ the 
pressure on the least loaded wheels to from 70 to 80 per 
cent. of the pressure on the most loaded, as was shown 
in connection with the drawings of the foundation brakes 
which appeared in the Railroad Gazette of July 30 last. 
When so important a detail as this was neglected, it 
is not likely that any very nice adjustments to the 
weight of the car were attempted by most of the 
competiters. 1t would, therefore, be wrong to lay too much 
stress on the per cent. of the brake pressure to the load on the 
wheels. The absolute pressure on the brake-beam might 
well be the fairer standard, if there were to be but ove ; but 
it is obvious that both are important, since it is not likely that 
so great a difference of weight as that between the ‘‘ Ameri- 
can” cars (27,600 lbs.) and the Eames and Widdifield & 
Button cars (21,000 lbs.) was not taken some account of in 
the brake-gear. 

Therefore, we have added both. We shall give the same 
details with similar diagrams of the other brakes tested, and 
it will go far to explain their apparent anomalies. 

For taking the diagrams the brakes one truck are discon- 
nected, and the brake-rod which is attached to the first or 
live brake-lever, which carries the first brake-beam, is at- 
tached instead to the spring of the recording apparatus. The 
diagrams ‘as taken, therefore, give primarily the tension 
on the brake-rod, but as that is a fact absolutely without 
meaning, if the brake leverage is not taken into account, we 
neglect it altogether, except to add a special scale at the side 
of the diagram of stop No.1. The primagy scale for the 
brake-rod tension was 450 lbs. per vertical inch. This ver- 
tical scale will be the same for all the diagrams except that, 
from lack of sufficient motion with the American brake, the 
vertical scale was finally reduced one-half, as will be seen in 
later diagrams. 

As might be expected (or at least as is easily explained) from 
the nature of the brake, when the brakes are on the rear cars 
they drag back on those in front so as to reduce the com - 
pression on the draw-bars toward the front of the train and 

tnus diminish the pressure. Not only is this so, but when the 
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¢ 


1 of stop No. 


- ——— 2000 /b$ .———- - —— 


ee 


= 


oo eee = a SOOO (a a to oe = 


WIDDIFIELD & BUTTON BRAKE—DIAGRAMS OF BRAKE-BEAM PRESSURE ON MIDDLE CAR. 
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brakes toward the rear chance to be set pretty hard, so that 
they drag back upon the front, they take off the compression 
of the draw-bars in front altogether, so as entirely to release 
the brakes in front. This permits the front cars to lurch 
forward with more or less violence, thus releasing all 
or many of the brakes behind them, and setting their 
own brakes again violently. That gives a sudden impact to 
the cars ahead, which probably causes a jerk which takes 
their brakes off, but in any case, the rear of the train, having 
now no brakes on, runs forward, sets its own brakes, drags 
back, releases those in front; they drag off the rear brake 
again, and so the endless cycle goes on in a kind of wave-like 
action through the train, which produces violent shocks even 
atthe front where the action is smoothest, as will appear 
from further diagrams showing the dynamometer records 
at the head of the train, and making it quite impossible to 
stand up or retain a seat in the rear car, however carefully 
braced. 

As a brake to be applied to all the cars of a train even of 
twenty-five cars, therefore, the brake is an unquestioned 
failure. The shocks are most violent as the speed is slower, 
and increase toward the end of thestop. Thelower diagrams 
faithfully represent this action. In stop 1 the brakes went 
on and off four times in the middle car (and oftener almost 
always at the rear). In stop 2 they went on and off seven 
times. In stop 3 only once, and in stop 4 ten times. Every one 
of the applications and releases is accompanied by very violent 
action of the brake-gear, which no mechanism could be ex- 
pected to stand very long. This is stated from actual observa- 
tion through a hole in the floor of a car toward the rear, where 
the winding and unwinding of the brake-chain took place so 
rapidly and so violently that it seemed impossible that it 
could hold together during a stop. When worn by service, 
as in the nature of things it soon would be, it would be quite 
certain that in many cases it would not stand the strain, and 
a loose brake-rod and chain is a nasty thing to have flying 
around under a car. The inventor still has hopes that he can 
remedy these difficulties, and we would not prejudice his case 


PROFILE OF TRACK AT WEST BU 


steady pressure of the rear cars due to their high velocity in 
the stops which show best above, and let them be feeling their 
way down to a yard, and we shall have from the train, with 
only half the cars equipped with buffer brakes, action very 
similar to that shown on the diagram of a fully equipped 
train making quick stops. This may be asserted with great 
positiveness, because this precise action was observed again 
and again in the course of the tests. 

The slight irregularities in the diagrams just before the 
brakes apply indicate when the shock which compressed the 
draw-bars was received, which caused a vibration of the ap- 
paratus, and do not indicate an actual application of the 
brakes. The horizontal space indicates the distance the 
train moved before the effect of the impact applied the 
brakes. From the time of applying the brakes on the engine 
(given by an electric bell in each observing car), there was 
often a very considerable time before the brakes went on, as | 
notably in the lowest stop in the engraving. 








Burlington Brake Tests—The | Service Run Down Hill. 
As one of the details of the he Burlington brake tests requir- 


agram of the speed maintained in the required service drop 
down hill ata umform speed. Three trials were to be made 
by each competitor, but the American made only one, the 
disastrous one described last week.* The other two buffer 
brakes did not reach the test at all. 

In the case of the Westinghouse and the Eames brakes 
the test developed nothing new nor specially important- 
Three trials were made by each, the first attempt of each 
being poor and the last the best. The diagram shows the 
third run of each brake. It was made clear by the test that, 
on the one hand, it was not so easy to handle the brakes skill- 
fully in this way as to make stops with them, while on the 
other hand there is no great difficulty in doing so in practice. 
As there is nothing to prevent using two or three hand brakes 
instead on easy grades, if desired, the case is additionally 
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LINGTON YARD. 


prehend that the angles in the speed line of the two air brakes 
are rather too sharp, and of the America not sharp enough. 
As to this, however, it is difficult to judge exactly. The gen- 
eral facts of the run are sufficiently evident, with this expla- 
nation. 








Tests as to Value of Stack for Starting Trains. 


It will be remembered that in our report of the Burlington 
brake tests a great decrease in the violence of the shocks from 
sudden application was caused by taking out about 3 in. of loose 
link slack between each car by an iron block, leaving '¢ in. to 1 
in. loose slack, 7 to 71¢ in. of sprivg slack still in the train. This 
led, as was stated, to planning a further test of the effect of 
taking out this slack on the starting capacity of engines, of 





ing the least work to present it properly, we give above a di- | 


which the following is a report. The general substance of 
| the test was that there was practically no difference, but as 
| much of the conclusiveness of the tests depends upon the de- 
tails of the handling of the engine and the behavior of the 
| train, we give the record in more detail than would other- 

wise seem necessary . 

The total slack in the train, or the difference between 
springs extended and springs compressed by the full power of 
the engine, as measured on 12 cars, was as follows : 


For a} foeeinm. For 1 car. 

| Westinghouse, C.B.&Q.cars.... ft. 0 in, 11 in. 
Eames. I aa. taks.:..'...... n * 5g ** 12% * 
| Rote, C., Sy & hae Pu bevaaie 10" Oo * 1“ 
Of this there was : 
ds pale hd its. 48 paniiernndsantebhsopseaedon 3 to 3k in, 
Free draw-bar slack, about..................-...seee if " 
Spring slack (twice the motion of two springs). 9 

in. if all motion of springs were exhausted, but 

NTU 5 ctu Chie tees senesss sbavesenweasne 7% to 8% “* 


Counting the spring slack as equal to half as much free 
slack there was about 8 in. of free slack in the Westinghouse 
cars, of which 3 in. was taken out by wedges in the close- 
coupling tests. 

The tests were made with a train of 50 Chicago, Burling- 
ton & Quincy cars, 49 of which were loaJed with 40,000 Ibs, 








unnecessarily, but the occasion seems to be an appropriate one 
to state facts just as they are. 

With 12 unbraked rear cars, 9 of them loaded, and its own 
weight besides pressing down upon the front buffer of the 
autographic recording car, we have the very much better 
action shown in the larger diagrams. In stops 1 and 3, at 20 
(actually 22) miles per hour, the brakes once on remained on: 
and the action of the brakes could hardly have been better 
after they were once applied, although the objectionable sud- 
denness of application is still there. It is difficult to see how, 
with so much weight pressing down upon the recording 
draw-bar, the brakes could have released at all, but it will be 
seen that they did and remained off for some distance, prob- 
ably from some lurch of the front of the train, since there 
was nothing to cause irregular motion at the rear. 

Instop 4, on a 54 ft. per mile down grade, there was one 
complete and one partial release, but otherwise a very good 
diagram. The shocks were very tolerably gentle in all these 
stops with the rear cars cut out, there being only one bump 
of much force—that when the brakes were first applied. 


This was, on the face of it, no worse than with the Eames 
or the Westinghouse emergency stops, but here comes in the 
worst feature of the buffer brakes, one which was illustrated 
in rather terrific fashion by the attempted ‘service fun” of 
the American brake down a 54 ft. grade, a few days later. 
If these shocks came only in emergencies, so that they could 
be avoided by taking care and time, they might be borne, 
but the more gently it is attempted to make the stops the 
more there are of these shocks; each one less violent, 
but always—so far as was developed at the Burlington brake 
tests—too violent for stock or light freight, and often too vio- 
lent for car wheels and the sides of box cars. It is impossible 
to “handle” a buffer-brake train. ‘‘ Handling ” means slight 
changes in low velocities. That means putting on the brakes 
somewhere in parts of the train, and that means increased 
irregularity of motion, increased brakes-on-brakes-off action, 
and usually violent shocks. Making test stops at some con- 
sidera>le speed, therefore, is placing the brakes under the best 
condition to put their best foot forward, Take away the 


THE BURLINGTON BRAKE TESTS. 
Regulated speed down grade of 53 ft. per mile. 


clear. For very long and heavy grades the Westinghouse 
use their pressure-retaining valve, largely used in Colorado, 
which retains 10 lbs. pressure or more, as desired, in the 
brake cylinders permanently, regardless of what the engine- 
man does with the remaining pressure, thus doing away with 
all necessity for using ‘‘straight air” instead of the auto- 
matic. 

The conditions of this test were that the train of 50 loaded 
cars (afterward made mixed cars), should have a speed of 20 
miles per hour 500 ft. back of the top of the hill, which was 
to be reduced to 15 miles per hour as soon as possible, and the 
latter speed maintained during a run of about two miles 
down a grade of 55 ft. per mile, or a little over 1 per cent. 
This should require arun of 8 minutes and the diagram shows 
anS8minuterun. In the first two runs of both air brakes 
they reduced speed too quickly, causing bad shocks and 
irregular speed. In the run illustrated, to avoid this danger, 
both brakes maintained too high a speed, finishing their run 
in less than 8 minutes. 

The American brake reduced speed quite promptly at first 
by a slight application of the driver brakes. The latter 
were then released and the train cont'nued for the remainder 
of the run by its own undulations without any overt provok- 
ing cause. This caused quick and sudden variations of speed, 
each being accompanied by a violent shock in the rear, which 
would seem to almost stop the train, after which the speed 
would increase until another shock came. Each of the sharp 
points in the American speed chart represents one of these 
shocks. There were 28in all, 20 of which are represented 
on the engraving. The train broke in two at two points 
from a violent shock before it had made more than 14 miles, 
but the speed was so low that even this left the run longer 
than 8 minutes. 

There is an appearance of some such sudden fluctuations of 
speed in the other two diagrams, but there was no such 
effect. They appear to us to be in part errors of the drafts, 
man who had to condense the very long diagram. From ob. 
servation of the behavior of the brakes on the train we ap- 


* See right-band column, page 540, in our issue of Aug. 6, 








each of car-wheels, hauled by Chicago, Burlington & Quincy 














engine 119. The following was the weight of the train: 
Engine, 17 x 24 in. cylinders, 63 in. drivers, American 
type. 
Lbs. Lbs. 
EOS is, anal sune,,004 pneeeonn ie html obint vn EE . ) naan 
GE SA cwdcccesiess © césecnastsescece ensnenee 28,150 81,230 
DEL hatebducenagsqaachtsnesbepors catesibacas sean ‘ 24 700 
PONT SB saccccs! s Veccvtaecervdcdee veo bes ‘bpoa¥e 30,300 
Tone 
Total engine and tender . .............eeeeveee — 136,230 


DURUROMICSSE GOP. oo. oc ctsee sess scsvcccccccces 
50 cars, average..... . 24,086 lhs. each. 


BM ane. 2055 dh0900 008006000 - 40, ooo * 
BO nincc't | bacassendtes 4,086 ~* ” 
32 2 .043 tons. 1,602.15 
Ie a rE 1,685.64 
Less Py lempty car. 20. 
Total weight of train of 50 cars..... ... 1,665.64 


The first series of tests were made on the open road, on 
a slight ** hog-back ” in a nearly level grade, as follows : 
TESTS WITH SLACK. 


First test.—Pilot of engine at post for stop No. 1, headed 
east. Train standing on an average grade of 0.05 per cent. 
down; average grade for 1,000 ft. beyond stop-post, 0.17 
per cent. Full head of steam in this and all other tests. 
Sarety valve set to blow off at 150 ibs., and stop blowing at 
145 lbs. No brakes set on rear of train. Yand used freely. 

Engine backed about 2 ft.; then started ahead. Slipped 
once, but not badly ; ‘then kept going for several bun- 
dred feet. Dynamometer diagram showed an ave 
traction of 18,300 lbs., which had not begun to diminis 
when the test was stopped after running some 500 ft. 

It was clear from this test that the grade was too favor- 
able for the load, since the train was started easily. The use 
of sand also was abandoned after this test. 

Second test.—No sand in this or any later tests. Engine 
backed to a point 990 ft, west of stop-post No. 1. Averagé 
grade, 0.15 up; gs half of train on a level; rear half on a 
0.3 un grade. No brakes set on rear cars. Nearly all the 
slack out of train. 

Engine moved 40 ft. and stalled, but moved all the cars 
eT ne Slipped drivers somewhat, but not badly. Traction 


Third test. —Engine backed to a point 1,145 ft. west of 





a No. 1, increasing total grade resistance of train some 
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Engine backed 4 ft., went ahead a short distance and 
stalled. Backed 10 ft. and tried again, but failed. aa 

Fourth test.—Three hand brakes set at rear to assist in 
utilizing slack. Engine still further west, giving an in- 

creased resistance. Ave grade, 0.225; front quarter of 
train on a level, rear on 0. de. ? 

Engine ran 80 ft. and stalled, slipping drivers considerably 
with a chattering motion. 

Fifth test. cars. Three brakes set at rear. Engine 100 
ft. further east; 600 ft. of train on a level, rear on 0.3 grade, 
average 0.24. Down de of 0.2 in front of engine, so that 
every car length moved took off 320 Ibs. (82 tons x 10 Ibs. 
per ton = grade resistance on 0.5 grade) of tractive resist- 
ance, or about }< Ib. per ton of entire train. 

Engine ran 300 ft. very slowly, with considerable chatter- 
ing slipping, then gained speed very gradually for 200 ft. 
further, when the test was stopped. 

The iron blocks were then inserted in the links to take out 
3 in. of the 4 in. of loose link slack. 

TESTS WITHOUT SLACK. 

First test.—Average grade and other conditions as in fifth 
test above, but with 50 cars. Engine ran 37 ft. and stalled. 

Second test.—49 cars. Grade and other conditions the same. 
Engine started off easily with very little slipping for 275 ft. 
Then slipped somewhat badly once, but continued to gain 
speed slowly for 525 ft., when the test was concluded. 

In all the preceding tests, where not otherwise stated, the 
slack was taken up and springs compressed, so far as possi- 
ble, by the engine when backing to position before the test 
began. The average tractive force was in all about 18,000 
Ibs. It appeared questionable whether sand at all increased 
the average tractive force, but what it did do was to de- 
crease the danger of slipping, so that the omission of its use in 
all but the first test was perhaps unfortunate. 

The strain occasionally thrown upon the link in these tests 
rose from 30,000 to 33,000 Ibs. 

The same train was again tested in the afternoon of the 
same day in the West Burlington yard, on the track shown 
in the accompanying engraving. In these tests, as in all the 
preceding, it will be seen that every car-length the engine 
moved forward decreased the average tractive resistance of 
the train by transferring one car from the 0.5 to the 0.15 
grade, a gain of 7 Ibs. x 32 tons = 224 Ibs. per car, or 0.17 
lbs. per ton of entire train as finally started. Notwithstand- 
ing this advantage, the chief difficulty which developed was 
not in starting the cars in the strict senseof the word, but in 
keeping them moving after they werestarted. The engine in 
almost every test varied a few feet from the position indicated 
in the cut, butexcept as noted not sufficiently to make any 
serious difference. The tests began with the slack taken out 
by the blocks, one car after another being dropped off until 
the capacity of the engine was reached in the thirteenth trial, 
with 38 cars. The blocks were then taken out to put the 
full slack in the train and tests begun with 38 cars, with the 
intention of adding one car after another until the full capac- 
ity was reached. So tittle difference was found, however, in 
the ease with which 38 cars could be started, and the time 
remaining was so short, that the tests were not continued, 
although 39 or 40 cars could probably have been started. In 
all the following tests there was much slipping and chatter- 
ing, and very careful handling of the locomotive was neces- 
sary, and was given, to prevent too much loss of traction 
from this cause. 

TESTS WITHOUT SLACK. 

First test.—50 cars. Moved 14 ft. and stalled. 

Second test.—50 cars. Moved 11 ft. back, then ahead 52 
ft. and stalled, chattering and slipping a good deal, especially 
where water from the pet-cocks had wet the rail. 

Third test.—48 cars. Backed 1 ft., then went ahead 32 
ft. and apparently stopped, then ahead 28 ft. and stalled, all 
with considerable slipping. 

Fourth test.—48 cars. Ran 70 ft. and stalled. 

Fifth test.—47 cars, starting 20 ft. further ahead. Ran 
51 ft. and stalled. 

Sixth test.—46 cars. Backed some 5 ft. then ran ahead 61 
ft. and stalled. 

— test.—45 cars. Ran 71 ft. and stuck, slipping 
much. 

Eighth test.—44 cars. Ran 94 ft. in all, very slowly and 
with much slipping, and stalled. 

Ninth test.—43 cars, starting 20 ft. further back with cor- 
reps increase of traction required. Ran 80 ft. in all 
and stalled. 


Tenth test.—41 cars. Moved about the same distance as 
before (not accurately recorded) and stalled. 

In this, as in most of the other tests, an initial compression 
of the springs of about 12,000 Ibs. was indicated by the 
dynamometer, being within 2,000 lbs. of their ultimate 
capacity. That a great deal of force was thus stored in the 
springs wascuriously indicated in the thirteenth test, in which, 
while the engine was backing against the train to compress 
the springs the drivers began to slip and the engine was then 
pushed backward by the springs some 4 or 5 ft. against the re- 
sistance of its slipping drivers. 

Eleventh test.—40 cars. Ran 96 ft. in all and stalled. 

Twelfth test.—39 cars. Ran 80 ft. and then apparently 
came toa dead stop after each of two or three half revolu- 
tions. Ran 163 ft. in all and stalled. 

Thirteenth and final test—38 cars. After compressing 
springs as much as possible, as in the other tests, with the re- 
sult just detailed, ran 550 ft. very slowly, with much slip- 
ping and with ly any inerease of velocity, but with 
enough to show that the train was no longer in danger of 
stalling. Had not the grade been growing more favorable as 
the train advanced, it did not appear at all likely that this 
number of cars could have been started. Probably not 
over 35. 

The loose coupling test was then begun, with 38 cars, all 
advantage being taken of the springs as before. The train 
pulled out with perceptibly greater ease, but still with so 
much slipping and so slowly as to make it clear that the ad- 
vantage of the slack under the conditions of the test was not 
so great but that the addition of one or two more cars would 
stall the train. Further trials were therefore suspended. 

Tn all this latter series of tests, at West Burlington, the 
average tractive force indicated by the dynamometer dia- 
gram was for some reason considerably less than in the first 


NAME oF Roap. 


1886. 
Balt. & Potemac 92 
Boff., N.Y. & Ph. 663 
Buff., Ro. & Pitts 294 
Camden & Atlan. 79 
Danbury & Nor 37 
Grand Trunk... 
Long Island 
N.Y.C.&H.R 
N. Y. City & No 
N. Y., L. E. 
N. Y. & N. Eng 
N. Y.. Ont. & W 


N. Y., Sus. & W. 
Northern Cen... 
Penn. Railroad. . 
Phila. & Reading} 1, 


560 
West Jersey.... 200 


Ala. Great So... 
Cin.. N. O. & T.P 
Ill. Cen., So. Div. 
Louis. & Nash... 
L.. N. O. & Tex.. | 
Miss.&Tennessee 
Mobile & Ohio... 
N., Chat. & St. L 
N. O. & North E. 
N. N. &M.Vy.Co: | 
Chesa. & Ohio. 
Ches.,0,. &8.W 
E., Lex. & B.S. 
Norfolk & West. 
Rich. & Daaville| 


Total, 21 roids| 9,601 
Total inc. or dec.|....... 


| 
Cairo, V. & Chi.. | 


265 
Chi. & East. Ill.. 252 
Chi. & W. Mich.. 413 
C., I., St. L. & C. 342 
C., Wash. & Balt.| 281 
Clev., Ak. &Col.| 144 
Cleve. & Canton. 161) 
Col..H. V.& T.. 28 
Det., Lan. &. No. 261 
Ev. & T. Haute.. 146 
Flint & Pere M.. 362 
Ul. Cen., Il. lines 953 
Ind , BI. & West. 532 
Ind.. Dec. & Sp 152 
, Ev. & st. L 253 
N. Y., Penn. & O. 587 
Ohio & Mississip. 615 
Ohio Southern .. 130 
Peoria, Dec.& Ev. 254 
St. L.. Al. & T.H.: 
Main line.... . 193} 
Belleville line... 138 
., A. H. & N. M. 61 
Wab., St.L. & P.| 2,140 
Total, 23 roads| 8,965 


Total inc. or Gec.|..... 


Bur..Ced R.&No. 
Central Iowa.... 
Chi. & Alton. .. 

Chi., Bur. & Q... 
Chi., Mil. & St. P. 
Chi, & Northw. | 























series, and fell somewhat during the tests. An average 
would be 17,000 Ibs. at the beginning of the second series 





Ch., Col. & A.. 

Col. & Green’e. 28 

Ga. Pacific. ... 317) 

Va. Midland... 352 

West. N. Caro. 286 
South (Carolina. . 246 
Vicks. & Merid’n 142) 





u 








61 
2,140 


8.961 











C.. St. P.. M. & O 2 

DesM.& Ft. D..| 143) 143 

Til. Cen., Ia. lines 402 402) 

Mar., H. & Ont.. 16 ., TES: DRESS He 
Mil., L. 8S. & W..| 533 491 42 8.6 
Mil & Northern. | 227 | es PRS Pree 
Wisconsin Cen.. 450' 450). 

Total, 13 roads. | 18,262 17,644; 618)..... — 
Total ine. or dec. | Ranwaeal Mealticn 618 3.5 
Canadian Pac...| 3,527; 3,064) 4€3)...... 14.9 
Northern Pac...| 2,778) 2,453) 325)...... 13.2 
8t. P. & Duluth..; 225) 225)......| aT. 
St. P., Minn. & M;} 1,483) 1,471 14 0.9 

Total, 4 roads..| 8,015 7,213! 802 5 dove 
Total inc. or dec.|.... ..)....... Pind tex 11.1 
G.. C. &S. Fe... | 660; 536) 124)}...... 23.1 
K. C., Ft. 8. & G. 389 Mn avadl, s deca landnen 
K.C.,8. & Mem.| MM ciscl> aivel iesave 
Little R. & Ft.8. 170 170 maabe 
Lit. R.,.M.R.&T.| 170 170 er 
St. L., Ark.&Tex.| 735 _. 2a Rae fy BP 
St. L. & San F..| 870} 814) 56).. ... 6.7 
South. Pac. Co.: | 

N.O.—S.A. lines} 760) 760)...... 

V., Shreve. & Pa.| 170 PPR error 
Total, 9 roads..| 4,206 4,026] 180 oe 
Total inc. or dec.|... bicfosatheey! 180 4.5 

t 

| 
A., T. & &. Fe...| 2.418] 2.375 Masi 1.8 
Den. & Rio G....| 1.3:7| 1,317)..... Bsc cand 
Den. & RioG.W.| 368) 368 
G.,H.&SanA..| 933 33}..... 
St.35.&@ G. falas. | SBR)... SHO)... se for owes} secse 
Texas & Pacific..| 1,487] 1.487 .... oat 
Union Pacific....| 4,526 4,499) oo tee 0.6 

Total, 7 roads..|11,301/11,231| 70)... .. Bee 

Total ine. or dec.|.......|.-. <ael ot Pradde 0.6)|. 
aaa SS PRE SR Raa Haale 
| } 
GRAND ToTAL: | | 

Toral, 94 roads |72,825)70,509/2,316)......): .... 

Totat inc. or dec.| ......|...-... |2,316).. 
























249,521 





9} 50.523 


CENTRAL GROUP. 
! 
54.888 32,651 
128,524 116 812 
118,949 117.266 
188, 199 179.276 
20 6 























327,949 


22.257 


11,712 













RAILROAD EARNINCS IN JUNE. 
MILEAGE, EARNINGS. 
} | 
| 1885. | Inc. | Dec. | P. c. 1886. 1885. Inc. Dec 
EASTERN ROADS. 
| 
$ . $ $ 
9g 108,450) 103,957 4,493 aia 
663) ...... 226,560) 211.557 15,003 
294| 76.440} . 106,255)....... ... 
79 53,441 50,388 2,953 
; 19,264) 18.549 715). 
1,307.676| 1,102.281 205.395 
295,539 284.258 11,281 
2,664,245) 1,972,915) 691,330 
nt {4 47,238) 40,182 7.054) 
d 1.536,808| 1,202,186 334,6° 2 
; 314.317 271.057 43,260 
2 be 120,288 106,801 13,487 
5 | t 84,157 9N,222 Wetet east 
- Se A cecil 432,536 416.219) 16,317 
2,268 72). 3.1 4,336,102 3,735,639 600.463 
1,560)...... | TRB FES e oS 2,532,364 2,428,293 104,071 
200)......| 4 115,380 11:048| 4,332 
qmmeme| ame | eemmmce | emacs | | eee — =p | cease = 
{11,852} 623)... ..|......|| 14,270.603) 12,251,807| 2.054.776 35,480 
Fale aes 623}...... Big cane.cands Lespincs capes! GEOR IOTis po 0<0%> 
SOUTHERN ROADs. 
88.345 68.011 P| AA 
229,304 206,386, BRB ss ctiids 60 
230.078 _ ty an 4,042) 
1,089,370) 1,038,172 tt) ee | 
101,679 67,147 
22.949 $1,552) ..... 
wee ll 117,688) 108,785 
|| 178,139 147,709 
| 40,112 36,900 
| 


82| 3,144,833, 347,868) 


1.683). . 























168.080 157,721 lt Pare Pree 
513,798 529,487 aad 15.689 
196,934 167,567 WET co ckeucene 
28.775 24.153 a Sere 
61.086 56,003 5.0835 
515,731 367,27: PS ved | ee 
308,119 264,291 | Ea 
33,689 26.875 pc cchecsve 
55,347 47,945 rae 
94,116 87,656 {COCO 
51.910 47,534 45GB) 6006 065 
24,226 23,256 Nae 
962,740 804,394 RT vices sess 
4,967,193, 3,583,756 517,099 33,662 
obhadonsneesalescntionmenste tr | ee ae eee 
NORTHWESTERN ROADS. 
218,124 230,451 eee 12,327 
97,32) 86.739 10,582 
625.022 591,200 33.822 ‘ 
2,148,532) 2,992,485 156,047}... 
2,064,000) 1,865.499 198.501 .. 
2,142,300} 1.997.679| 144,621)... 
494.000 470,508 eee 
22,138 oo, | eee 5,191} 
132.620 tO eee 4.165 
134.619 124,965 | eee 
234,670 108.486 5, 
47,630 47.299 < 
117,840 BIG <2 orcs. 
8,478,816) 7,806,078 703.234 30,496) 
OSS Data saghebscacoeces | re 
ROADS NORTHWEST OF ST. PAUL. 
895,923 734,862 | 
1,077,356) 1,012,507 Ree 
143,505 124,734 Py erry 
471,062 i err 40.553 
2,587,846) 2,383,719) 244,68" 40,553 
bible 6544 eeedellls Sam ceasces DORE | « vicina dn sce, 
SOUTHWESTERN ROADS. 
161.358] 125.426, 34,932 om: 
195,511 i Re 4,520 
130.387 107,788 MOO scqcs sce 
41,366 31.957 . 
23,225 17.746 i 
96,020 69 851 26,165 
362,447 339,377 BAO. carcrves 
403,822 4°2,451) ESF) ccs doves 
26,452 26,966) r.....0... 514 
1,440,588} 1,322,593 123,029 5,034 
does ence dulcis IN ccsdenes eh "| ae: 
' i 





1,282,754, 1,218,772 
560.258 525,341 
88.800 88,080 
201.966) 225,587 
88.077 68,231 
403,069 371.483 
2,263,822) 1,955,395 














~ FAR WESTERN AND PACIFIC ROADS. 


33.982 











405,857 


4, 
| 4, 


420.164 
230,899 


429,78, 
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EARNINGS PER MILE. 
1886. | 1885 | Inc. | Dec.|P. ec. 




















$ | $ Ze 
4.3|| 1.179] 1,120) 49)...... 43 
7.1)| 342] 319) 23)......) 71 
27.7|| 260| 361)......! 101] 27.7 
5.9|| 675) 638) 37)...... 59 
3.9|| 5211 501; 20) ..... 3.9 
18.6} 436) 368! 68 18.6 
4.0|| 835) 803| 92). 4.0 
35 0|| 1,729) 1,987)... ...| 13.0 
176|| 875| 744) 131). 17.6 
27 9|| 1,430] 1,118) 312 .| 27.9 
16 0|| 2) 691 cndench AD 
12.6!! .| 12.6 
6.8 | 87 
| 3.9] 2.9 
16.0! 12.6 
4.3] 4.3 
3.9)| 3.9 
16.5}| | 11.0 
29.9 29.9 
11.1 11.1 
1.7 1.7 
4% | 49 
51.5 | 51.5 
27.2|| 272 
$2 8.2 
20.6 20.6 
sh. eee 8.7 
29.3) | 29.3 
8.2 | 82 
27.6 .| 27.6 
19.0} -| 19.0 
0.2 1 0.2 
9.1 91 
5 | 293.5 
5 25.5 
| 2.5 
| 20.4 
23 6 
28.8 



































| 67.4|| 207; 123 | 7.4 
10.0}} 510 464 ..| 10.0 
1.4}| 288 284 | 1.4 
5.0|| 550) 524 50 
26.1|| 520] 496) 114]...2.. | 28.1 
6.6} 326) 306) 20)... .| 6.6 
26.7|| 205) 162) 43)...... | £6.7 
6.0|| 546) 589}... .. 43) 7.2 
6.3|| 370) 395 .| 25) 63 
8.0}} 411) 380) 31)... ..| 8.0 
6.6|| 464) 436) 28... ..) 66 
3.0|| 539, 586)... .. 17} 3.0 
17.6|| 370) 315] 55)...... 17.6 
19.2|| 189} 159) 30)......| 19.2 
9.1|} 24%) 221) 20)...... 91 
40.4, 87 626| 253)..... 40.4 
16.6|| 501; 430) 71)...... 16.6 
26.21) 250 207) 2|......{ 25.2 
15.4); 218} 189) 29}. 15.4 
7.4|| 183) 450) 33)... .| 74 
9.1|| 376) 344i... .. 32) 9.1 
4.2}| 397) 381| 16]...... 4.2 
19.7|| 450) 9375) 7]...... | 20.0 
x 454, 400) 54). te 
TF ap i ee” ee ee 
5.4 5.4 
12.2 12.2 
5.6 | 5.6 
7.8 1.6 
10.6 7.6 
| 7.3 1.5 
4.9 3.7 
19.2 19.2 
3.0 3.0 
7.7 2.7 
160 99.1 
0.7 0.7 
7.0 2 7.0 
464) 442) 29).. .. | ..... 
| 29]......| 5.0 
KE beer 
21.9|| 254) 240) 14)......| 5.8 
6.3|| 388) 413}......) 25) 61 
15.0} 638} 554) 84)......| 15.0 
7.9|| 317) 348}......| 31| 8.8 
|} 323} S380}... «| | SR 
| RRS, SPREE Se |. -ss0 7 2.1 
27.7|| 244, 236 §)......| 3.4 
2.3|| 503 514!...... 11} 23 
20.9), 462) 382| 80}... .. 20.9 
29.4|| 248] 188] 5d)...... 29.4 
; 136, 104) 32j...... 30.9 
y 131} 95) 38)......| 37.4 
6. 417| 417| mepheae, perry, haga 
0.3|| 531) 529) 2)...... | 03 
1.9|/ 156) 159}...... 3] 1.9 
5 ..]] 943) 328] 35}...:.. A, aac 
851 PE OE | BB cpenes 4.5 
a ) 
2.8|| 518) 513 Bheseps- | 0.9 
-7|| 424) 309) 25).....) 6.7 
.8|| 241) 239 9... .| 08 
.4|| 297) 242)...... | 25) 10.4 
2|| 350 271) 79}. ....| 27.2 
.5|| 273) 250) 2ii...... 8.5 
; 500| 435} 65)...... 15.0 
430| 396) 34)......|....- 2 
| Se 1 eetnins 34} RPS RF | 
Pipind | Pee Nh dea: eae Baad a ae 
| * | 
mislead : Fis 495 Te, ae 
Ys | Ree Prenat 43} ..0.5. | 8.7 
t i i 
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RAILROAD EARNINGS, HALF-YEAR TO JUNE 30, 








EARNINGS PER MILE. 











30s, | tne | Dee | 








MILEAGE. EARNINGS, 
NAME OF ROAD. —_—— - ~- oa ; a 
1886. | Inc. iad | P. c. 1286. | 1885. Increase. | Decrease | P.c. | 
EASTERN ROADS. 
| l 
s $ s | gi ies! | 
Balt. & Potomac.| 92| 921... seecceesee f] — 629,014] — 605,542]........... | 25,628 3.9|| 6,847) 7.125 
Bost. & Albany../ 384 ME ee ET 3,800,457 | 3,507.413' 293,044)........... | 8.3|| 9897) 9.184 
Buf.,N. Y.&P..| 663} Spt aren Whe 1,200.63*| 1,083,441) 117,195)..... | :10.8|| 1,811) 1,634 
Buf., Roch. & P.| 204) 204)..0. 0) coc. , 554,512)..." ... 46,304) 8.2)| 1,720) 1,886). 
Cam: & atlantic.) 79) itd aang ven 214,525| 206 03 OT a nnnans | 4.0)| 2:712| 2.608) 
Dan. & Norwalk.) 37) 7}... COGsL) BATSEU 99,670 94,853 4,817)... 002000.. | 5.1)| 2694! 2.584! 
Grand Trunk....| 2,998) _ 0.6|| 7,437,873| 6,833,637] 604,236,....... ... $.8)| 2,481) 2.292 
Long Island. ....| '354| “354)....../00222. ... «|| 1,226,481| 151691445] 57.086) 2222202. 49|| 3,465) 3,304 
i. ¥.C. & H.R.| 1,541 548)....°.| 55.2|| 14/912,612| 11,565,857) 3,346,755) .......... 28.9|| 9,677|11.637 
N.Y. City & N..| "54 TRA ER Mat 254,350| 198,605] 55,745) .......... "8.0)| 4,710) 3,678 
N.Y., L. B. & W.| 1,073) 1,075}. 2 oof. 8,523-772| 7,094'153] 1,420/619) 2.020222. 29 1|| 7,929) 6.599 
N.Y. &N. Kng..| 392) “392)...7°. sisesels coef] 1,792,154) 1.613.915] 278,239) ......... 18.4|| 4.572) 3,862 
N.Y.,N.@ &H| 265 Mietind prt. me. 3,495.790| 3,190,095] 305.495|........... 9.6) 13.192) 12,038 
N.Y, Ont.&W.) 321) Seal Bisseus 572.767| 545.156] 27,612 :| 5.2}| 1,784) 1.698 
N. ¥.,8 2) i. eee | 1.3) 503.788) 496,116 ai issstacnssas 1.5|| 3,314) 3.307 
Northern Cen...) 322)  822)......[..0... |......|] 2,582,401] 2,507.772|..... ... i 37i| 0.6|| 8,020) 8,068 
Penn. R. R......| 2,325) 2.268) 57/0... |" 25|| 23,250'171| 21,319.600| 1,930,571)........... 9.1||10,000) 9,400 
Phila _& Rea vale seceleceese|| 13,420,718] 12,710,202] "710,516) .. | 5.6) 8.603] 8,148 
West Jersey.....| 200] 200)......]......).. .. || °545,638| 510,793, 34,845|........| 6 8|| 2/728) 2.554 
Total, 19 roads.|13,108|12,484| 624)... .|. ... ||"4,971 925| 75.847,145| 9,212,083 87,803). | 6482 6| 
Tot. inc. ordec.|.......|.......| CMO... ch) GM bast evade | cosas oon dies 9,124,780| .... 22.4008 WAM, 5 101fs-0005;] 
| | | \ | 
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SOUTHERN ROADS. 





Ala. Gt. South..| 290) 
Cin ,N.O.&T. P| 336 
Ill. Cen., 8. Div. | 711! 





Louis. & Nash... | 2,015) 2,048) 
Louis..N.O.&T.| 533) 
Miss. & Teno ... | 00 
Mobile & Ohio ..| 527 
Nash., U. & st. L | 580 
N. Or. & N. E.... 195} 

N.N. & M V.Co.: | 

Ches. & Ohio..| 502 
399 
130 
510 
757 
ft 29 
Col. & Green..| 296) 
Geo. Pacific. ..| 317 
Vir. Midiaad .. 352) 
Western N.C.. | 286) 
So. Carolina, ... 246) 


Vick.& Meridian. 142) 


| 


Total, 21 roads. | 9,601! 9,563 
Tot. inc. or dec. |....... iy 


Chi. & East. Ill.. 
Chi. & West. af.. 


Clev. & Canton.. 
Col., H. V. & Tol 
Det.. Lans. & No 
Ev. & Terre H... 
Fliac & Pere Mar 
I.Ceut., I lines 
Ind., Bloom.& W 
Ind., D. & Spring 








L. 8. & Mic } 
Louis., E. & St. L | 
Michigan Cent.. 
N. Y., C. & St. L. 
N.Y., Peon. & O 
Ohio & Miss. ... 
Ohio Southern.. 
Peoria, D. & E... 
St L., Al. & T H: 

Main line.... . 

Belleville line. . 
Wab., St. L. & P 


| 
Total, 24 roads |12,127)\1 


Tot. ine. or dec 
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2.486) 2, 
1,001 
1,033} 1, 
16.3|| 1,057 
1.5]! 1,927] 1 
213,725 i apmavoeats AI 
ite 532,993) | 11,980! 2,3)| 2 
+ | Loan 198,121; 40,094)....... .. .| 20.3] 1. 
71| 33)... ...|| 22,026,359| 22,029,945) 1,062,947) 1,066,533} ......|| 
scsses 0.4) a a | cee chankeas kapha Cae | 3.586|...... 
| 
CENTRAL GROUP. 
7) | 
1,195,904 4.0) 
910,216 9.1)| 3, 
240 971) 4.3|| 1,67: 
160,742 12.5|| "998) 
1,045,789 2.2)| 3,188) 3, 
562.584) 1.6)| 2.156) 2 
338,334 2.8|| 2/317) 2. 
1.073 402! 15.2/| 27965). 2, 
2,887,740 4.4|| 3,030) 3, 
1,150,998) 6.3)| 2,126) 1, 
180,619 18.6|| 1.188) 1, 
6,951.786| 7.2\| 5,188) 4, 
373.936) 17.5|| 1,478, 1, 
5,436 000! 9.3|| 3,588) 3, 
1,732,835) 14.8|) 3.313) 2 
2:84:3,038 23.6)| 4.843) 3, 
1.730.719) Leeann cae 0.4) 2.814) 2, 
226,581; 201.775, 24, 906).... ..... 12.3|| 1.743! 1, 
£32,946) 328,490 ies eat 1.4)| 1,811) 1, 
| 
fe 562,372;  573,340|........... 10.968} 1.9|| 2,884 2, 
lea $24,434| 349,787)....... ... | 25,353) 7.2/| 2.351| 2 
oe ‘| 5,841,968, 5,494,356] 347,612)........... 6.3)| 2,596) 2 
eran Tr < dei cul Wea | Reena 
14). ....|.... .|| 32,521,601, 35,096,189] 2,625,951) 201,539)... 3,005) 
bee Oi) eee vee |assseeneeen 21425,412|... 2.00... | 6.9, 
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NORTHWESTERN ROADS. 





Bur.,C.Rap & nN. 
Central lowa....| 
Chi. & Alton ... 
Chi., Bur. & Qui. 
Chi. Mal. & St. P. 
Chi. & No. West. 


Des M. & Ft. Do. 
- + 
Margq., H. has 
Mil. Lake 8.& W 
Mil. & Northern. 
Wis. Central..... 


Total, 13 roads | 18,131|17,626 


Tot. ine. or dec 











a 


505|.....|. .|| 44,290,818 44,555,743. 
ise 2.9|| | 





| 1,265,633) 1,413,918)... 
-|| 594.580) 567,304) 
-|| 3,495,558) _ 3.638.936) . 

| 11,523,358) 12,372.967) 

| 10.639.000) 10,611,958) 

| 10,835,849) 10,680,289) 

| 2,689.446| 2,510,871 








| 677,635) 716,309 














ROADS NORTHWEST OF ST. PAUL. 





Canadian Pacific) 3,527| 3.019 
Northern Pacific) 2,753) 2,453 
St. P. & Duluth. SE eons shetecsisssscc 
St.P.,Min.& Man| 1,485) 1,471 

| - 


Total, 4 roads..| 7,090| 7,168) 
Tot. inc. or dec|....... | 





| 
4,160,343) 3,352.827/ 807.516 











° ‘a a0 .000enel | ot eeeeece | 


DRuomiawoonn 





aa asd | 24.1|| 1,180) 1.111 





4,988,256} 4,606,431; 381,825)... ....... | 8.3! 
567.164 469,804 97,360] ......... 20. 
2.934.816} 3,146,918)......... -| 212,102) 6. 





12,650,579 11,575,980) 1,266,701) 212.102 .. 53 





SOUTHWESTERN LINES. 





Gulf, Col.&$.F.| 63 
K. C., Ft. 8. & G.| 
Kau.C.,Spr.&@M.| 282 
Little R. & Ft. s. 170 
R..M.R.&T.| 170 
St.L.,A.&Tex.| 735 
St.L.&San Fran) 852 


South. Pac. Co.:| 


_N.O.-8.A lines} 760 
Vicks.,Sh.& Pac.| 170 


Total, 9 roads. 
Tot. ine. or dec. 
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1o1|...... 18.8|| 911,386) 599.304, 312,082) ....... ..| 52 
Leaman Dg ss. 1,188'242|  1,262.755)...........| 74513) 5. 
Te aa camer 701.035| 831,458)... 130,423) 15. 

4G, raps ener 270,506] 245.2R5|25,v9"). | 10 
Sor rrpthe: Hite 159236] 145.177) 14.059|...........| 9 
Net me SN 684 438.162) 246.772 56. 

38\.0777: 4:7|| 2,029'503| 1,987,002 2. 

79)...... 11.6|| 2,788,947) 2,644,328 5. 

ae (Beet etl) "196'846| "1615612 : 

218|......|...... |" 8,930,638} 8,315,083 

218|... Biiisucres old Thns lees: 

















| 
At., Top. & S. F.| 2,416 
1,317 
368 


G.,H. & San An.| 933 
St.Jo.&Gr.Isl’d| 282 
Tex. & Pacific...| 1,487 
Union Pacific ..: 4,521 


Denver & R. G.. 
Deny. & R.G W 





Total, 7 roads.|11.294 


Tot ine. ordec. 





Total. 97 roads. .|76,416 


Total ine. or dec. 
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41)..... 1.7|| 6.941.367| 7,227.256).......... 285,889; 3.9) 

Faleapigh nee «| veres 2,884,813) 2,732,438) 152,375) ..........| 56 
eoace w ole of S28 466 911 433,524 33,387)...........| 7.4 

BE) sccce| cocee| coven 1,233,339; 1,383,660).......... 150,321) 10.8) 
4 Cee eee eo é 546,983) 497 518 49,4635) ........... 9.9 
ee eee ee ee 2,430,087| 2,165.43]| 364,656). .........| 16.8 

23} ..... 0.5} | 11,606,088) 11,224,530) 381,558).......... 3.4 
re eee 26,209.588| 25,664,357; 981.441) 436,210) ..... 

64). Sg NT Pers Cee 545,231)........... 21 














2,318) 33) .. 236,540,008 223,084,442) 16,8623580) 3,407,014) .... 
RHE) c0.] BA jeree cee ceclicccccvences 13,455,566) .. ........ 6.0}). 
































and 16,500 at the end, against 18,000 Ibs. full im the first 
tests. The only apparent explanation was a difference in 
the condition of the surface of railand wheel, which appeared 
good at both points, except that the engine wet the rail 
somewhat. 

It is a little difficult to see how an engine of these dimen- 
sions, with the given steam pressure, could exert so great 
a tractive force. Pending inquiries in this respect there ap- 
pears no reason to question that the traction indicated by the 
dynamometer is essentially correct. Even if there were 
error in this respect the comparison between close and loose 
couplings is not affected thereby. 

Computing the resistances, we find that the average rolling 
friction in the first four or five car-lengths ran very uniform- 
ly at 1014 to 12 Ibs, per ton in the first series of tests, In the 
second series, allowing a tractive force of 17,000 lbs. per 
ton, the average pull of the engine per ton of train (1,801 
tons) was 13.07 Ibs., while the grade resistance alone aver- 
aged 7.4 lbs. per ton, leaving only 5.1 Ibs. per ton for rolling 
friction. Detailed and recent levels were not available for 
this section as for the other, however, and ballasting had 
been done since the profile used was made, probably with the 
effect of decreasing the 0.5 grade somewhat. The first re- 
sults are, therefore, the most trustworthy. 


THE SCRAP HEAP, 


He Practised Economy. 


A few days ago a conductor from a Minneapolis railroad 
was Visiting in the park with his wife. On this road con- 
ductors are paid a salary of $75 per month. That’s what the 
company paysthem. The wife of this conductor was talk- 
ing with some other ladies at the table at the hotel. As is 
natural with women, the conversation ran into political 
economy. ‘* Yes, living is very high in Minnesota,” said the 
wife of the knight of the punch ; ** we find it almost impos- 
sible to save more than $100 per month out of my husband's 
salary.” ‘‘ Where do you board?” ‘At a hotel in Minne- 
apolis.” ‘“‘Whatdo you pay *” ‘Seventy-five dollars per 
month,” ‘‘ Yes, it’s lots of money.”—Minneapolis (Minn.) 
Tribune. ; 

Fast Time. 


The newspaper train on the New York Central on Sunday 
made a revarkable run, the time between Syracuse and 
Buffalo being claimed to be the fastest ever made in this 
country over the same distance. The train, which consisted 
of a coach and baggage car, is due to leave Syracuse at 
9.25 a. m., but on Sunday it was 10 o’clock before the start 
was made. The train, which was drawn by _ engine 
No. 541, John Cool, driver, was in charge of Peter Wagner, 
as conductor. The train wus put to its best and the 
run of 149 miles to this city was made in 144 minutes, in- 
cluding a stop of 6 minutes at Rochester. leaving the actual 
running time but 138 minutes. The fastest run was from 
Svracuse to Fairport, 7014 miles, in 61 minutes 20 seconds; 
the distance from Syracuse to Rochester, 81 miles, being 
made in 72 minutes, and from Rochester to Buffalo, 68 
miles, in 66 minutes. Fora part of the time mile after mile 
was traveled in less than 52 seconds.—Buffalo Express, 
Aug. 10. 
Attempt at Train Robbery. 
A dispatch from Indianapolis, Aug. 5, says: *‘ After mid- 
night this morning another desperate attempt was made to 
repeat the famous Monon express robbery committed near 
Harrodsburg, Monroe County, a year ago. As No. 3 passen- 
ger train, the train that also carries the express, was going 
north at the rate of 25 miles an hour, when between Green- 
castle and Crawfordsville, the baggagemav, J. P. Winches- 
ter, heard somebody kicking .t the south outer door of the 
ear. The door was heavily chained, but Winchester 

thought it was some one of the train crew, andat once opened 
the door. No sooner had it been unfastened than s burly 
man pushed it open, and, leveling a revolver_at Winchester, 
fired, the ball taking effect in his breast. Winchester was 
unable to protect himself, but the express messenger, George 
Perkins, who was in the same car, at once bbed for his 
revolver that was in a rack at bis side, and the robber, seeing 
him, began to retreat, and the messenger commeuced firing, 
compelling the man to leave the train, which was running 
at full . Perkins shot five times,and is almost certein 
that he hit the man once. It was very dark outside, and no 
further trace of the robber could be followed 

“The train was due at Bainbridge at 1:18 a.m. The 
people of Bainbridge were aroused and informed of the dar- 
ing attempt at robbery. The baggageman, Winchester, 
lives at New Albany, but was taken to Crawfordsville, where 
he now is. It is thought he will recover. There is no doubt 
that the robber boarded the train at Greencastle, eight miles 
south, and as the train was going up grade intended to shoot 
the baggageman and then hold up the express messenger and 
take the contents of the safe. The Superintendent tele- 
graphed the agent at Bainbridge to spare no expense and 
effort to capture the robber. The Sheriff of Putnam County 
with a of men is in search, but there is nothing to re- 
port. No marksor blood of any kind can be found.’ 
A Brave Engineer. 


The fast mail train from the South, due in Petersbur, 
yesterday morning at 5 o’clock, did not reach there until 9:3) 
o'clock, in consequence of an accident which occurred about 
three miles beyond Pleasant Hill. The train left Weldon on 
time in charge of engineer William McSwain, of Wilming- 
ton, N. C., and was traveling at the rapid s of the * fast 
mail” until within three miles of Pleasant Hill, when the con- 
necting-rods of the engine broke, throwing the running 

ear out of order and causing the snapping of 

Its, which was followed by a free escape of steam 
and hot water directly in the face and upon the 
person of the engineer. His position was not cnly dan- 
gerous but extremely painful, and he was almost blinded by 
the steam. The engineer, however, did not lose his presence 
of mind, and, thinking more of the passengers in his charge 
than of himself, stood bravely to his post. The engine 
crashed along at unabated speed, and but two miles ahead 
was a long trestle bridge, which, if reached, would render 
doubly dangerous the risk of accident. Suffering intensely 
from the scalds, and his body burning from the effects of the 
hot water which saturated his clothes, Engineer McSwain 
was enabled to find the lever and reverse the engine. 

His fear then was that an explosion might occur, and to 
prevent this he worked until he bad flooded the furnace and 
extinguished the fires. The engine was stopped before reach- 
ing the bridge and the train and passengers were saved from 
accident. 

‘1 Lepassengers and officials of the road were loud in praise of 
the heroic conduct of the engineer. An engine was sent to 
the assistance of the disabled train and it was brought here 
about four hours late. Engineer McSwain was brought 
along with it, and was taken to the Albemarle Hotel, where 
he has received every possible attention,—Richmond (Va.) 























Dispatch, Aug. 5. 
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EDITORIAL ANNOUNCEMENTS. 











Passes.—All persons connected with this paper are forbic- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this cffice. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
ete., to our readers can do so fully in our advertising col- 
wmns, but it is useless to ask us to reeommend them edi- 
torially, either for money or in consideration of advertis 
ing penrenems, 





UNITED STATES RAILROADS IN 1885. 


The year covered by the reports in the new issue of 
Poor’s Manual. which will appear in a few days, in- 
eludes the whole or the larger part of the trunk line 
railroad war, which was also a_ period of general 
depression in business. For though there was renewed 
activity in the last quarter of last year, and this is 
reflected in the earnings of those roads whose reports 
cover that quarter, the bad business of the previous 
months made many of these unfavorable for the 
whole year, while a very large number of the reports 
cover the year ending with September last or an 
earlier month. including those of some of the most 
important railroads, as nearly all the New York and 
New England railroads. 

From proof-sheets of the introduction to the Manual 
we are able to make the following comparisons of 
last year’s railroad business with that of previous 
years. 

The statistics of traffic are not unfavorable, for the 
low rates that reduced the profits of the railroads 
tended to increase the traffic. and did enormously 
ncrease it on a few lines, and 1884 was a year of light 
trattic. 

The miles of railroad reporting traffic, the num- 
bers of millions of passenger and ton-miles, have been, 
for four years: 





1882. 1883. 1884 1885. 
Miles road.... .......- 95 752 106,938 133 1738 123,110 
Millions of 
Passenger-miles....... 7,483 1 8.541.3 8.778.6 9,133.7 
Ton-miles.............. 39,302.2 44,064.9 44,725.22 49,151.9 


Thus the yearly increase in passenger and ton-miles 
has been, md these reports : 


-—-— Passenger-miles.— ———--Ton-miles.---—-— 

7883. 1884. 1885. 1883. 1884. 1885 
Amount..... 1,058.2 237.3. 355.1 4,762.7 560.8 4,426.7 
Per cent .... 14.1 2.8 4.0 12.1 15 9.9 


If these were complete for the whole railroad sys- 
tem, or even equally complete for every year, the 
figures would show very well the growth of railroad 
traffic in the country. They were, however, much 
more complete last year than for previous years, as 
may be seen by the following statement of the percent- 
age of the mileage worked whose operations were re- 
ported in each year : 


13882. 188%. 1884. 1885. 
83.5 887 90.4 96.3 


So the most that we can say of the growth of traffic 
last year is that 96 per cent. of the railroad system 
had 4 per cent. more passenger traffic and 10 per cent. 
more freight traffic in 1885 than 90 per cent. of the 
system had in 1884. ‘The traffic per mile of road has 
been : 






1882. 1883. 1884. 1885. 
Passenger-miles........ 78,146 79,876 7,570 74,190 
=Each way daily . 107 LOOM 106 101% 
Ton- ‘ 410.418 412,100 = 395,190 399,250 
=Each way ‘daily... i 56414 541 547 


This shows that the density of passenger traffic has 


decreased and that of freight traffic hasbeen nearly 
stationary for the four years, on the roads reporting, 
and makes it probable that the total traffic of the 
country has increased slowly of late. The reported 
earnings from passengers have been: 


1882. 1883. 1884. 1885. 

Total... $188,137,462 $206,837,256 $206,790,701 $200,883 911 
Per mile. 1,964 1,841 1,828 1,632 
Per pass. 

train- 

mile ... $1.14 $1.10 $1.00 $0 93% 
Per pass- 

mile... 2.514 ets. 2.422 cts. 2.356 cts. 2.200 cts, 


Thus the total passenger earnings of the 123,110 
miles reporting for last year were 3 per cent. less than 
of the 118,173 miles reporting in 1884, or the 106,938 
in 1883. The decrease in the average rate was largely 
due to the trunk line war, which affected a very large 
passenger traffic. The passenger earnings per mile of 
road in 1885 were 104 per cent. less than the year be- 
fore, and 16% per cent. less than in 1882, and the aver- 
age fare per mile has fallen 63 per cent. since 1884, and 
124 per cent. since 1822. 

The average passenger rate in this country usually 
falls slowly, and the movement last year was doubt- 
less exceptional, so that there may be a turn in the 
other direction for 1886. 

The freight earnings epee have been : 


1882. 1884. 1885. 
a gigi, WIS: 4 $544. at0i 31 $502.869,910 $519,t 90,992 
i 2 | Se 5,073 092 4,443 4,221 
= freight train- 
Sins nccunewees $1 59 $1.55 $15) $1.50 


Per ton-mnile 1.236 cts. 1.236 ets. 1.124 cts. 1.057 cts. 

The total freight varnings reported last year were 
thus 34 per cent. more than in 1884, but 44 per cent. 
less than in 1883, in spite of the increase of 15 per cent. 
in the mileage worked, and of 11 per cent. in the 
traffic meanwhile; and the freight earnings per mile in 
1885 were 5 per cent. less than the year before and 17 
per cent. less than in 1883. The decrease in earnings 
per freight train-mile has been less than 6 per cent. 
since 1882, 3} per cent. since 1883, and nothing since 
1884, thant the average rate per ton per mile 
has fallen 15 per cent. since 1882 and _ 1883, 
and 6 per cent. since 1884. That this decrease 
in the rate had no greater effect on the earnings per 
train-mile has been due to the increase in the average 
freight train load from 129 tons in 1882 and 126 in 188; 
to 1334 in 1884 and 142} tons last year. The average 
passenger train load has not increased, having been 
little more than 45 in the first two years and 423 in the 
last two. 

The tendency of freight rates is downward, and that 
constantly, but the railroad war made the decrease 
unusually great last year and the year before, anda 
further decline this year is hardly to be expected. 
There will be a decline, however, in the West, which 
may offset the higher through rates east of Chicago 
and St. Louis. The average last year was little more 
than a cent per ton per mile, which is very much less 
than in any other country in the world, and this 
though our system includes a great many railroads 
with very light traffic and necessarily with com para- 
tively high rates. 

The earnings from other sources, chiefly from mails 
and express, have been reported as follows : 

1882. 1883. 1884. 1885. 
$54,071,507 $55,765,693 $53,645,997 $44,735,516 

We refuse to believe that there was a decrease of 
nearly $9,000,000 in these earnings Jast year, for they 
are of the kind which are not affected by railroad 
wars and grow with mileage. It is more probable 
that some receipts in the nature of interest on invest- 
ments were included in the first three years. 

The ee reported from all sources were : 

1883. 1884. 1885. 
Total... .$727. $87:310 $807,112.780 $763, ~_— 608 $765,310,419 
Per mile. 7,603 7,548 745 6,217 

The 123,110 miles of road in 1885 wtiiod very little 
more than the 113,178 in 1884, and 5 per cent. less 
than the 106,938 miles in 1883. The earnings per mile 
last year were 8 per cent. less than in 1884 and 17} per 
cent. less than in 1883. 

Naturally we should expect the increase of traftic 
and of mileage worked to cause an increase in work- 
jung expenses, whether earnings increased or not. 
These opines have been: 


882 1883. 1884. 1885. 
Total . 9463, 168, 541 $515,4524,192 $496,792,697 $498,821,426 
Per mi! le. 4.837 4,822 4,390 4,051 
Per train- 
mile... 98% cts. 89% cts. 913% cts. 89 cts. 


Thus the working expenses have been kept down 
below the level of those of 1883, in spite of the much 
larger mileage. Without any doubt millions should 
have been spent for maintenance last year which were 
not spent, but a good deal has.been saved by the 
larger freight-train load. On the whole, however; 
expenses were unduly low last year. 

This leaves as net earnings : 


1882. 1885. 1885. 
Total... ..2 $264, 818, 769 $291, 587,588 $266, 33, 911 $266, 488. a 
Per wile.... 3,766 2.726 2,355  e 
Per - train- 
mile....,. 56 cts. 54 cts. 49 cts. 4746 cts. 





Thus the net earnings last year, from 9 per cent, 








more road,*4 per cent.:more passenger traffic and 10 
per cent. more freight traffic, were almost exactly the 
same as the year before (a trifle less), 81 per cent. less 
than in 1883, and only 0.6 per cent. more than in 
1882; with the addit‘on of 27,358 miles of railroad 
since 1882, there has been an increase of only $1,670,-. 
224 in net earnings, which is less than one little rail- 
road earns with 265 miles of road. 

Nothing shows more clearly how railroad profits 
have fallen off. The net per mile was $600, or 21% per 
cent. less last year than in 1882. This is due in the 
first place to an increase in railroads, much greater in 
proportion than the increase in production and traffic, 
but also, and chiefly, to the reduction in the average 
rates ; for with the rate of 1882 the traffic of 1885 
would have yielded $163,000,0C0 more than the actual 
net earnings in'1885. It is not to be supposed that it 
would have been possible or that it would have been 
desirable to maintain the rates of 1882. Certainly a 
considerable part of the increase in traffic was due to 
the lower rates: but neither is there any doubt that in 
1885 especially the rates were unduly low on a very 
large amount of traffic, and that reasonable rates 
would have yielded very much larger net earnings. 

Some railroad companies hold vast amounts of the 
securities of other railroad companies, the interest on 
which, of course, comes out of the net earnings of the 
railroads whose securities are held. Having been a 
part of the income of one ocmpany, it then becomes a 
part of the income of another, and therefore such in- 
come does not swell the aggregate income earned by 
railroads, though it swells the amount to be divided 
among stock and bond holders. It is not sufficiently 
understood that railroad property may be represented 
by stocks and bonds more than once. The $100,000,000 
of other companies’ securities held by the Pennsy]l- 
vania Railroad Company, for instance, count for their 
face in the accounts of the companies issuing them, 
and count again for their cost in the accounts of the 
Pennsylvania Railroad Company. One man may give 
his note secured by $1,000 worth of property, and the 
owner of that note may give it as security for his own 
note, and soon until there are a hundred or a thou- 
sand $1,000 notes outstanding, all secured by the same 
property, and all paid by the payment of the first. 
The Manual gives ahead for ‘‘real estate stocks, bonds 
and other investments”—that is, other than road and 
equipment—and the $946,353,859 under this bead 
probably consists chiefly of these securities, which 
must be subtracted from the total capital in order to 
ascertain the capital represented by the railroad and 
the amount of it per mile. 

If the whole of this sum were chargeable to secu. 
rities held, it would make a difference of not less than 
$7,687 of stock and bonds per mile of road, whose in- 
terest must be paid from earnings. This is equal to 
about one-eighth of the total stocks and bonds issued. 

Taking the figures as they stand (which cover con- 
siderably more mileage than that reporting opera- 
tions), the reported cost of road and equipment has 
been : 





1882 tas a 1885. 
Miles....... 114,461 1 
Cost. ARS 5,090,146  $6,684,7, z 56.045 > $6,924,F at ae $7,037, 627732 10 
Per mile... 52,726 », 461 55,329 55,098 


The increase in nanan cost since 1882 has been 
just about $1,000.000,000, or 16} per cent., while the 
increase in mileage has been 114 per cent. By far the 
larger part of this increase was in the first year, and 
since 183 the increase in mileage, 6 per cent., has 
been a little greater than the increase in reported cost, 
54 per cent., bringing down slightly the average cost 


per mile. The capital per mile reported is as follows : 
1882. 1883. 1884. 1885. 

ee +e. $30,674 $30,759 $30,064 $29,867 

Bonds vessieceenes, SpROS 28,650 29,317 29,453 

Other debt ............ 2.552 2,243 1,955 3,840 

Total.. ' $61,294 $61,652 $61,386 $63,160 


There v was thus little change until last year, when 
probably the overdue and unpaid coupons of the many 
roads in receivers’ hands were included with the other 
debt, nearly doubling it. These items are likely to be 
very greatly changed by the reorganizations now in 
progress, few being finished early enough to be in- 
cluded in this issue of the Manual. There is reason 
to believe, too, that they will be swelled thereby, as in 
many reerganizations the stock or debt or both are in- 
creased not only by funding coupons, but by paying 
off the securities with a prior lien at a premium in 
other securities, ofte bearing a lower rate of interest. 
Many issues of income bonds will be made also; and 
altogether, while the principal per mile of road is 
likely to be increased by these operations, the obliga- 
tory interest is likely to be decreased. 

On the other hand, the new railroad recently built 
or under construction has for the most part very 
much less than the average capital per mile. It must 
be remembered that the increase in capital covers not 
only the new mileage built, but the improvement of 
old roads, which goes on almost constantly and ab- 
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sorbs many millions annually, but, was probably less 
last year than in any other since 1879 or 1878. 

The total income (net earnings and other income) of 
the railroads reporting has been: 

882. 1883. 1884. 1885. 

$315 .663,225 $359,942,327 $348,756.172  $352,881,470 

The payments from this for interest on bonds and 
dividends on stock were : 

1882. 1883, 1884. 1885. 

ee ee ee oe .. .... $167,286,139 $179,681.322 
Dividends. $97,159,5'9 $101,579,038 93,203,885 77,672,105 

The interest on bonds was not separately stated until 
1884. These interest payments were at the rate of 
4.78 per cent. in 1884, and 4.9 per cent. in 18838, on the 
bonds outstanding at the beginning of those years. 
The dividend payments were sufficient for an average 
payment of following percentages on all the stock at 
the beginning of the year : 


1882. 1883. 1884. 1885. 
3.04 ?.90 251 2.06 


The whole amount of dividend payments this year 
is, indeed, the smallest since 1880, and even then very 
nearly the same was paid on the stock of 84,225 miles 
of road as last year on the stock of 123,110 miles. But 
the decrease from 1884 to 1885, 18 per cent., is when 
there was very little increase of the capital stock (14 
per cent.). 

Besides the payments for interest and dividends, 
there are large other payments from net income, 
some of which go for additions tothe property or to 
pay floating debt, when they are virtually income to 
the stockholders; but doubtless much the larger part 
of the $8€,139,000 reported as expended last year from 
net income, other than for interest and dividends, was 
for rent of other roads, which in the accounts of the 
whole railroad system forms no part of the income 
on the capital invested, the receipts of the lessors 
being balanced by the payments of the lessees. 
Substantially, the whole of it goes to pay interest and 
dividends for the lessor companies and is counted 
there. The aggregate payments for interest and 
dividends last year make 3.44 per cent. on the entire 
stock and funded and other debt outstanding at the 
beginning of the year 1885, and this can be but slightly 
less than the actual total net income. A statement 
of the average interest earned on the entire capita] 
cannot be accurately made, because the capital is re- 
ported every year fora larger system than that which 
reports net earnings. The nearest approach to it 
is by dividing the net earnings reported for each year 
by the capital reported at the close of the previous 
year, which gives as the percentage of the return : 


i882. 1883. 1884. 1885. 
4.21 4.15 3.56 3.47 


This agrees very closely with the actual payments 
last year for interest and dividends, which was 3.44 
per cent. 

There are, of course, many millions of stock out- 
standing which do not represent capital expended ; 
but there are also many securities which represent 
property which has cost much more than their face. 
It must be remembered that the average rate of 
interest obtainable has been falling, and it is idle to 
expect railroad securities to escape the general fate of 
capital. Considering the enormous increase in the rail_ 
road system in so short a time, the railroad wars, and 
the general depression in business, it is remarkable 
that the profit should have fallen no more than 18 per 
cent. (from 4.21 to 3.47) since 1882. 


THE LATER RESULTS OF THE BRAKE TESTS. 


We gave last week a very full summary which prac- 
tically concluded our reports of what was unquestion- 
ably the most creditable and satisfactory series of 
tests in the history of American railroading. The com- 
pleteness and full value of the tests will not appear 
until the official records and diagrams are available, 
but enough has already appeared to fully justify what 
we have said of them. The tests are already sufii_ 
ciently evident. 

From first to last the tests have gone on smoothly 
and promptly according to programme. As this has 
involved keeping out of the way of regular trains, ina 
fairly crowded piece of track, and the loading and un- 
loading of 6,000 car-wheels many times, not only to 
carry out the fixed programme, but to provide for the 
exigencies of breakdowns and the unreadiness of com- 
petitors, it has required careful management to do 
this, but it has been done. 

At the final tests, it is probable that the number of 
Competitors will be far less. Not more than three at 
most, and possibly not more than two, of the five pres- 
ent competitors are likely to appear again, and al- 
though new interest may come from some new brake 
which may put in an appearance in the mean time, 
and ask to be tested for what it is worth—a privilege 
which would probably be granted as a side-issue to 
the regular competition—the second tests are likely to 
be much less interesting and important than the first. 
In the main, the closing week did much to confirm 











and strengthen previous indications, but added little 
really new. The most interesting and important 
single result was the close-coupling test, elsewhere 
commented on. This, however, was apart from the 
brake tests proper ; but some of the results, both with 
air brakes and buffer brakes, were notable. 

The conclusion of the tests left it still more evident 
than before that the buffer brakes in their present 
form, if not indeed in any form, were quite unfit for 
generaluse. The Rote, which has done more of what is 
expressively called ‘‘ blowing” than any competitor, 
failed the most completely of any. It failed to do 
any perceptible braking whatever, not only in its first 
preliminary runs, but in its formal trial, after having 
had three weeks for readjustment with yard engines 
and track room always at its service ; a fiasco which 
puts a decidedly funny aspect on its remarkable chal- 
lenges of the Westinghouse, which so frightened that 
company that it made no response whatever, This 
second failure was so far discouraging to the com- 
pany that it took off its brake-gear on the spot and sold 
it for scrap; whether as a fina] abandonment of the 
device or merely because radical changes of the design 
were contemplated, we cannot say. On some of the 
front cars it is said the brakes acted efficiently, but on 
the rear half of the train the shoes were not even 
moved up to the wheels so as to grow warm. 

The Widdifield & Rutton came out the next worst, 
it being the only buffer brake which has pro- 
duced notably injurious shocks, even with trains of 25 
cars. We find we did it an injustice, however, in say- 
ing that it had never made any trials with trains 
equipped throughout with its brake. A few trials had 
been made with very short trains (10 or 12 cars) hav- 
ing no unbraked cars in the rear, and that there were 
no more is reasonably claimed by the inventcr to be 
not his fault, since he had been unable before these 
tests to get together many cars for tests. It is but 
just to remember that difficulties have been brought 
out at Burlington which no one had exactly foreseen 
or guarded against. Under the conditions in which 
the brake had been tested, it had proved to be quite 
capable of doing fairly good work, justifying the 
hopes which both the inventor and practical railroad 
men have formed of it. The difficulty was that the 
previous tests had not covered a sufficiently wide 
range for the requirements of practice. 

Of the American brake the worst which could be 
said with any justice is that all is lost save honor. This 
company also had not tested 50-car trains, and diffi- 
culties arose which it was quite unprepared for; but 
much of its record was very creditable, and had it 
been able to do as well with 50 cars as it did with 25, 
it might well have crowded all competitors hard. The 
“service drop down hill,’ described last week, was cer- 
tainly a dreadful performance. The train was simply 
beyond control, and put its brakes on and off by its 
own undulations alone, without any brakes set at the 
head of the train, thus demonstrating that it could not 
even have been hauled over the road for any distance 
without making any stops at all. It is this which 
gives the worst complication to its record. Could it be 
cured by merely cutting out a third or half of the cars, 
it might be borne; but while this might and no doubt 
will ameliorate matters, there is no reason to believe 
that it will entirely cure it, and if the cutting out were 
done by leaving every second, third or fifth car only 
with brakes on, or by having say ten cars at the head 
and ten cars at the rear only with brakes on, there is 
strong reason to believe that the action would be very 
much the same, possibly not even milder. 

These are the conditions of practice, and must be 
met. It would never do to have the careless making 
up of trains, or a neglect to cut out a sufficient num- 
ber of cars, endanger such performances as that re- 
ferred to, even if it does not go on in a small way in 
spite of all precautions, as there is reason to fear it 
may. : 

The radical difficulty with the buffer brakes, as we 
have noted, appears to be that their going on creates 
a force which tends to take them off, and vice versa. 
The remaining loop-hole for hope therefore is, (1) to 
use only so much of the great pressure caused by the 
first impact as is desirable; (2) to hold this pressure 
throughout the stop regardless of the draw-bar 
motions ; (3) to release in some simply way at the end 
of the stop, as heretofore. We understand the Amer- 
ican company is not without hopes of accomplishing 


these ends, and we sincerely hope it may do so, for it 5 


came to the tests without any preliminary loud flourish 
of trumpets and with a device which showed in 
practical test many meritorious features, justifying 
reasonable men for believing in it. 

Allowing all other difficulties to be overcome, the 
lack of automatic action when trains break in two 
must ever bea serious drawback to the buffer brakes, 





unless overcome. In their present form they are practi- 





cally out of the game, but the American steam driver 
brake made a very fine record. 

The closing week also told some new tales of the 
continuous brakes, as notably that their action seems 
to be quite as good with the rear 20 of 50 cars cut off 
as when applied to them all, indicating a defect which 
is worth correcting, if possible, because none of the 
other difficulties which had been anticipated in work- 
ing such long trains have actually arisen. The appli- 
cation, release and supply of air have all proved to be 
perfectly simple matters, causing no difficulty—a fact 
which puts in a curious light a statement which we 
learn was made by a general officer of an important 
line only a few weeks since, that he ‘had tried 
it,” and knew that the air brake was not practi- 
cable even on 30 cars. No doubt he thought he 
had tried it, and made the statement in good 
faith. Equally erroneous statements are often 
made in good faith at railroad arid other conventions, 
as almost every one has observed. One man will rise 
up in meeting and say in a solemn way that “his 
experience” about something is thus and so. An. 
other man will follow him and say that ‘‘ his experi- 
ence,” under substantially the same conditions, is just 
the contrary. Which is bearing false testimony? 
Probably neither, in the sense that he has not seen 
some evidence to substantiate his views. Possibly 
both, in the sense that they have not taken proper 
care to look into all the facts before forming conclu- 
sions. All those who have taken part in really care- 
ful tests know the immense difficulty of eliminating 
all side issues so that the apparent result shall bea 
true one. Without doing this, tests, like figures, are 
more likely to lie than not. 

Not one of the competitors in the recent tests has 
made what can fairly be called very quick stops, as 
measured by the best performances on record. The 
famous Galton-Westinghouse passenger tests in Eng- 
land (see Railroad Gazette, May 22-29, 1885) showed 
far quicker stops in proportion, as we shall show more 
fully later. 

For this the condition of the brake-shoes was prob- 
ably largely to blame. The most extreme precautions 
were taken in England to have the fit of the brake- 
shoes perfect. No precautions at all appear to have 
been taken in this respect at Burlington by any of the 
competitors, while we have noted that three out of 
five of them did not even take care to have the brake 
pressure equalized on the two brake-beams. 

The Westinghouse was in the best shape in both 
these respects, and its stops probably fairly represent 
what is attainable in regular service. The others do 
not even do that, their brake-shoes having been new 
and some of them in most wretched condition, so that 
allowances will have to be made. We are having 
pbotographs of the brake-shoes made for engraving, 
to show their actual condition, and in other respects 
shall endeavor to eliminate accidental and meaning- 
less causes of variation from our final reports. 

For one reason or another no one of the test trains 
is in condition to enter the ‘* endurance test” of nine 
months (till April, 1887) which has been heretofore 
proposed, and what arrangement in substitution there- 
for will be made is as yet doubtful. Only two of the 
competitors, the Eames and the Westinghouse, passed 
all the general tests, and therefore were entitled to 
enter the endurance test, unless by courtesy of the 
cummuittee. 








The Heavy Western Wheat Movement. 


The winter wheat movement to the Northwestern 
markets is now about equal to the largest ever known. 
The receipts at each of the markets where consider- 
able quantities of winter wheat are received, have 
been for five weeks : 





St. Louis: -—--——-——— — Week ending——_ -——__- —-— 
July 3. July 10. July 17. July 24. yn $7 
1886 . .. 110:405 734.246 1,2:3,489 1,371,746 1,047,957 
CO es 89,860 126,686 161,977 318,837 373,900 
DE cokssas 6 esaenrk> 286,991 491.189 480,771 764,896 
1883 ..... pd shatisibe 119,957 ~ 98,146 540,946 704,691 
Toledo 
tes. s000xe 22.785 40,392 358.957 1,169.169 1,336,830 
1885.. 49,903 61,0U9 22,080 70,913 258,556 
BEE Ggdears 95, c00sc00s 65.864 74,786 325.155 682,199 
1883 .. 74,829 44,979 133,702 411,136 
Detroit 
eases . 36,391 50,870 191,028 522,506 717.728 
POE 79,052 75,305 28,066 45.780 98,919 
RBDS.c<0: -ie0% - 19,903 31.720 61,694 123,828 
ws $4 a000 -ospeoor 18,925 18,931 16,157 28,120 
Chicago : mS 
eae 77,662 102,313 241,683 505.551 619,997 
1885.... .. 190,526 321,486 284.204 264.311 215,508 
.. Ctlews fikt pokes 96,893 97,626 147.496 287.077 
Se 126,767 124,436 127,760 249,336 


Thus, at all these places the receipts have grown 
immensely from the first to the last part of the month, 
and at every one have been much larger this year than 
in any other of the four. The total receipts in each 
of these years have been for the four July weeks : 
Year, S8t. Louis. Toledo. Detroit. Chicago. The four. 


* 4,417,438 2,905,348 1,482,152 1,469,544 10,274,462 
tee. BBL 422508 248.165 1'085,509 | 2,737.5 


1885... 981,350 6737, O82 
1884... 2.017.847 1,148,00¢ 236,645 629, 4.031,588 
1883,,, 1,663,740 664,646 82,133 628,299 + =—-8,038,8} 
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The course of the receipts this year has been the 
usual one. The new crop is first felt at St. Louis, 
next at Toledo, and then at Detroit and Chicago ; but 
the movement this year has been heavy without pre- 
cedent, and as we see, these four winter wheat mar- 
kets this year received 270 per cent. more than last 
year, 155 per cent. more than in 1884, and 287 per 
cent. more than in 1883. 

This is a very great change, but it is possible that 
the total wheat movement is somewhat exaggerated by 
it. Receipts at St Louis are supposed to include all 
going through it as well as to it, and receipts at Chi- 
cago all going through it except what may have been 
before reported as received at Milwaukee or Peoria; 
but receipts at Detroit and Toledo include only what 
is consigned to those places, otherwise a very large 
part of the receipts at Chicago, Milwaukee, 
Peoria and St. Louis would be counted twice. 
Of late years not much has been consigned to 
Toledo, which formerly stood next to Chicago in 
grain receipts. This has been because rail rates are 
so low that it does not pay to transfer to lake vessels 
for the short haul to Buffalo, The same is true of De- 
troit except that a little later in the season it is likely 
to have consigned to it a large part of the surplus 
wheat of Michigan. This year, however, there has 
been great complaint of ‘“‘short-billing”—shipping to 
such places as Detroit and Toledo at less than the 
proper proportion of the through rates, and there bill- 
ing again at the regular rate. It may be that the 
grain so consigned has been reported as Toledo and 
Detroit receipts, which ordinarily would not be so re- 
ported, and that a good deal of it had al- 
ready been reported with the St. Louis receipts, 
though we should not expect such consignments to 
be reported. There is no doubt, however, that the 
country between St. Louis and Toledo has a great deal 
of wheat to ship this year, and bad scarcely any to 
spare last year. A great gain over last year is nat- 
ural, but in several other years the crop in this coun- 
try was quite as large as this year, or larger, and the 
large gain over them is not so easy to understand. 

That it is winter wheat which has caused the recent 
heavy wheat movement may be seen by comparison 
with the following: 

The average weekly wheat receipts in June and the 
total receipts in each week of July have been as fol- 
lows at the eight reporting Northwestern markets—St. 
Louis, Peoria, Chicago, Milwaukee, Duluth, Detroit, 
Toledo and Cleveland—for eight years, in bushels : 


Av. in ——— —-— Week ending——-~——__—___. 

Year. June. Julv 10. July 17. July 24. July 31. 
879 1,324,148 1.734,275 2,013,533 2.455.596 2,732,407 
1880 922,424 913°A08 2,281.240 3,209.537 31436,7 18 
188L....1,562.112 1,044,366 1,135,423 1,198,660 1.711,001 
1882. 627.578 848,580 §=1,595.224 3,10L.1St 3.986077 
1883. 857,956 462,433 613,57 938,932 1,546,574 
1884 ... 688, 757,021 98%,743 hate 2.112.715 
1885 1,052,272 925.408 882 2" 09 1,133,400 1,379,572 
1886 806,700 = 1,303,303 2,389,742 3) 967,079 4,065,814 


Thus the wheat receipts were never before so large 
so early in the year as they were in the last week of 
July this year, and the total wheat receipts in July 
(four weeks) were also larger this year than in any 
other, having been : 


Year. Bushels. | Year. Bushels- 
BEEN. ccguteenba tans ON I rere 3,561.9u9 
WE -cdoccteccatcccess 9,861,003 | 1884 >. 244,120 
BOR ie peedinn -. 5,089,250 | 1885........... .. ‘ eit 
1882. . 9,531,065 | 1886. ...... .- 11,725,938 


Thus the wheat receipts last July were not cnly 
nearly three times as great as last year, more than 
twice as great as the year before, and more than 
three times as great as in 1883, but they were also 
much greater in the earlier years of very heavy 
movement, and must bave had a very great effect on 
the traffic and earnings of many railroads. 

The wheat receipts at the four markets not included 
in the winter wheat markets have been : 

1883. 1884. 1885. 1886 
523,091 1,212,532 2,582,807 1,451,476 

The great receipts this year have been at St. Louis, 
Toledo and Detroit, and the railroads that have profited 
most by the movement must have been those which 
carry to those places. The Detroit and Toledo receipts 
must have been chiefly by the Wabash, and they ac- 
count for its great increase in earnings in the last week 
in July (from $271,740 last year to $392,278 vhis—44 
per cent.) ; in which the wheat receipts of Detroit and 
Toledc were 2,054,558 bushels, against 357,475 last 
year. All the lines south of the latitude of Blooming- 
ton in Illinois, Indiana and Ohio ought to profit more 
or less by this heavy wheat movement ; but the indi- 
cations are that those which do not carry to the lakes 
have not profited by it nearly as much as those that do, 
for the receipts of wheat at Atlantic ports, though 
they have increased largely, have not increased like 
the Northwestern receipts. For the four weeks they 
have been : 

' 1881. 1882, 1883. 1884. 1885. 1886. 
10,076,987 12.011,510 4,496,687 9,796,050 3,904,218 6,337,047 

The increase over Jast year is 2,433,000 bushels (62 

per cent.), while the increase in the Northwestern re- 


ceipts has been 7,405,000 bushels (171 per cent.). 
Moreover, while the Northwestern receipts were much 
larger this year than ever before. the Atlantic receipts 
were exceeded in every year since 1877 at least, except 
last year and 1883. In 1879the Atlantic receiptsin a 
single week—the last week of July—were 6,042,000 
bushels, which is little less than the receipts of the 
four weeks this year. This is further evidence that 
the heavy movement in the Northwest last July was 
peculiar, Atlantic receipts are likely to be one 
week behind the Northwestern receipts, and some- 
times much more; but the difference now is likely to 
be due to the fact that the interior stations east of St. 
Louis and south of the lakes, which usually ship their 
wheat directly to the seaboard (where it is first re- 
ported in the Atlantic receipts), or to interior points 
in the East (where it is not reported at all), last July 
shipped to Toledo and Detroit to an extent heretofore 
unknown, and it is probable that they did this because 
of some advantage in rates for transportation. 

The new winter wheat crop is usually felt first on 
the Atlantic coast at Baltimore, and then at Philadel- 
phia. There being little to ship last year, these places 
received little, but they show the effect of the good 
crop very clearly this year. The receiptsin successive 


weeks have been : 
———_— —-— Week ending- 

















July July 10. July 17. July 24 July 31. 
New York....204550 G3h150 LOme1d ‘B706e3  Brheue 
Baltimore .. 32.777 80,836 399,524 512.484 647/491 
Philadelphia... 17.105 7,921 | 70:9038 384.704 475.32» 
Total at ports.486,405 915,237 1,588,621 1,895,753 1,937,426 


The new crop probably had little or nothing to do 
with the large receipts at New York in the week to 
July 17, and as its average weekly receipts in June 
were 1,180,000 bushels, it can hardly be said to have 
shown any effect in July from the new crop as yet, 
and though the fact that it has gone solargely to Toledo 
Detroit is almost sure to bring it to New York when it 
does go to the seaboard. Baltimore, however, received 
about 49,000 bushels a week in June, and Philadelphia 
47,000, and it must be the new crop which has in- 
creased their receipts, which are likely to be largest at 
this time of year. 

While the Northwestern wheat receipts were so ex- 
ceptionally large last July, the total grain movement 
in that month was not so remarkably great, the 
Northwestern receipts of grain of all kinds having 
been, in bushels, for the four weeks: 


Year Bushels. Year. Bushels. 
7 15 1883 13,904,583 
14,404,568 


. 15,638,461 
-23 882,776 





_ 0 
" 17,752°52 


The receipts this year were larger than in any other 
except 1880, and 53 per cent. more than last year, while 
the wheat receipts were, as we have seen, 171 per cent. 
greater. Still there was some increase over last year 
in other grains, the receiptsof which were 12,157,000 
bushels this year, 11,318,000 last year, and not as much 
as that in any other year since 1881. 





July Earnings. 





The reports of July earnings which have come in 
during the past week are quite as favorable as those 
presented a week ago, of the 38 roads reporting this 
week only three showing any decrease in earnings, 
18 gaining more than 20 per cent. and five more than 
30 per cent, compared with last year, and the average 
gain of the 33 being no less than 13} per cent. The 43 
railroads whose July earnings have been reported so 
far this year had in the aggregate : 


1885. Increase. P.c. 
Earnings..... $16,379,125 $2,176,454 13% 


This is truly a _— gain, and much more than 
balances the losses of a year ago. Then the 83 rail- 
roads reporting for July earned 2.8 per cent. less than 
in 1884, and in 1384 74 roads earned 2.2 per cent. less 
than in 1883. 

The earnings of some of these roads for five years 
have been: 








1882. 1883. IhP4, 18*5. 1886. 
Can. Pac.. ... $281,263 $548,886 $549,367 $907,638 $990,000 
North. Pac... 694, 67 $50,223) «1,022,488 1,:00,011 1,120,865 
St. P., M. & M. 857,780 623,727 605,156 65 ).387 57u,064 
St. P.& Duluto 95,699 137,924 119,500 145,239 133,679 
Total....... $1,929,409 $2,160,754 $2,296,461 $2,604,270 $2,814,608 
The Canadian Pacific’s gain this year is smaller 


than usual, and the St. Paul & Duluth has a decrease 
of 83 per cent., which is what might be expected from 
the rates to the lakes which have been made on flour, 
the chief traffic. The Manitoba has a small gain, but 
in most previous months of this year it has earned less 
than last year. It is still behind the other three years. 
The Northern Pacific alone has a large gain (12 per 
cent.), and it earned more than in any other July. 
These four roads are in the part of the country 
which, for some time, was growing fastest, and all the 
railroads except the St. Paul & Duluth have had great 
additions to their mileage since 1882 and some since 
last year. Their aggregate gain over last year is 8 per 





cent., or considerably below that of the other roads 


erate, considering the great additions to them mean- 
while. 

Northwest and west of Chicago the principal roads 
have earned for five years : 





1882 1883. 1884. 1885. 1886. 
C., St. ‘3 . M. & O . $359,459 $444,333 $166.760 $465,800 $486,600 
a ee 2,059,452 2, $80, 631 1,976,177 2,036,800 2,127,700 
C.,M.& Xe: P...... 115464927 11829/285 179492545 1/893/676 2/036/000 
eee 96,229 107,874 97,212 80,693 99,044 
til. Cen_in Iowa Rinses 140,052 154,678 127,718 134,111 128,504 
: 77,528 138,823 140,633 120,993 139,513 
N 37,05 4z,950 46,508 51,988 
88,259 £6,+98 112,818 238,716 
731,503 730,944 663,393 714,803 
270,101 839, 11L 326,078 407,518 
TOC 2 dd. 00 $5 405, 152 $5,963,272 $5 987, 048 $5, 298, 470 $6, 421 686 


Several of these were given in our list last week. 
All but one gain over last year; but there are only 
two large gains, and the whole group, on an average, 
has an increase of 9 per cent. over last year, which is 
also considerably below the average gain of all the 
roads reporting. 

These two groups in the West had about half the 
earnings of the whole 43 roads that have reported for 
July, but while their increase over last year is $743,- 
554, or 8 per cent., the gain?of the other 29 roads 
was $1,432,000, or 18.2 per cent. 

Of these roads four are west of the Missouri River 
and three are in the Scuth; the latter have made large 
gains, but the western roads have not. Then there 
remains 22 railroads east «f Chicago and St. Louis 
whose aggregate earnings were: 


1886. 1885 Increase. P.c. 
Earnings ....$6,440,305 $5,389, 895 $1,050,410 19.5 


That is, these roads, which are in the field of trunk 
line rates, have made a very large gain over last year, 
and a greater one than the railroads in any other part 
of the country, though it is precisely these lines 


which have added least to their mileage. Earnings 
for five years in this territory have been : 

1882. 1883. 1884. 1885. 1886. 
Il. Cer 

Til. & S. Dv $837,981 $772,792 $704,223 $723,007 $809,248 

0. & & i. 151,763 120.693 128.392 114,064 187,84 
32% See 59,331 73,422 66,643 © 83.825 
,D.& Ev. 73,740 45,820 34,783 52,431 ©7992 

tad B.&W.. 215.977 217,618 += 173,)88 167.665 = 218,229 

Ohio & Miss 364,117 300,690 282.202 281,799 347.156 

iu. Ev. & St. 

ae a PRS 48,000 56,000 69,400 984,012 
in., I., St. 

L. & C. .. 217,198 190,125 209,515 177,087 212,200 
Yhic. & W. 

Mich ...... 111,949 120.125 123.883 106,966 125.200 
Det.. L. & N 122.894 121,355 97,903 93,592 107612 
F.& P.M.. 148,503 184.427 172,853 178,594 — 154.849 
Wabash . 1 418,837 1,216.4(9 1,234298  838,(99 1,057.351 
). Southern 27.494 | $9,255 | 35,356 25,054 34,906 
Cin.. Wash. 

ee 159.743 146,925 141,733 119,140 _ 150,820 
Grand Tik.1,241,870 1,411:712 1,625,156 1,467,177 1,680,976 


Two things especially have served to swell the earn- 
ings of the roads in this territory, first, the resto- 
ration of through trunk line rates, and second, a very 
heavy wheat movement in place of the very light one 
jast year; but greater general industrial activity has 
had much to do with the great and general gain. 

The three Southern roads have earned: 

188?. 1883. 1884 1885. 1886. 
Norfolk & W. $191,535 $219,188 $185,824 $187 397 $237,256 
Louis. & Nash 1,063.765 1,124,776 1,060,104 1,057,332 1,241.995 
Guif,C.&S.F. 107,992 163,452 126,432 139.430 192,000 

Thus these all earned more this year than ever be- 
fore in July, while their gains over last year were very 
large. 

For most of the railroads east of Chicago and St, 
Louis, to do better than last year is not necessarily 
doing well, but we see that not a few have done better 
than in most previous years. Of those whose earn- 
ings are likely to have been much affected by the 
through rates, the Cincinnati, Washington & 
Baltimore gained 264 per cent.; the Grand Trunk 
194; the Indiana, Bloomington & Western 30; the 
Ohio & Mississippi 23, and the Wabash 26. 

All this argues great gains by many important rail- 
roads which do not report, and the best July business 
since 1883 at least. 








The through shipments of freight to the West from 
New York in July by the trunk lines have been, in 
tons : 


1830. 1881. 1882. 1883 1884. 1885. 1886" 
78.193 73,114 79,464 81,959 92,722 102.397 86,72 


Thus the July shipments this year were the smallest 
since 1888, and were 154 per cent. less than last year, 
when the low rates attracted the freight which usually 
goes by canal. This year itis said that the shipments 
by canal are unusually large, including considerable 
high-class freights—dry goods and groceries—which 
have usually gone by rail, whatever the rates might 
be. As the decrease in shipments since 1884 (the only 
year when rates were maintained that the rail ship- 
ments were larger than this year) is only 5,984 tons, it 
is quite possible that the total rail and canal ship- 
ments from New York were as large this year as ever 
before. 








Railroad Legislation ia 1 in the Last Congress. 


The chief legislation affecting ng railroads at the late session 
of Congress was as follows: The unearned land grant of the 
Atlaptic & Pacific Railroad was declared forfeited. The 
original grant gave 25,600 acres per mile in the territories 





reporting, and their gain since 1883 has been but mod- 


and 12,800 in the states for a railroad to be built from the 
























nalahaow* 


> Smelt 














6 
5) 
0 


jon 
the 
he 
ries 
the 














AvuGusT 18, 1886} 


THE RAILROAD GAZETTE. 


565 








west line of Missouri to the Pacific Ocean. The law making 
this grant was passed about 1866, and under 1t 34 miles of 
road were completed in 1873 from the terminus of what is 
now the St. Louis & San Francisco Railroad on the line 
between Missouri and the Indian Territory westward 
to a junction with the Missouri, Kansas & Texas Railway at 
Vinita, which in 1882 and 1883 was extended 68 miles fur- 
ther to Red Fork. The portion of the line in the 
Indian Territory was to be entitled to the land only 
in case the territory should be opened to settlement. 
The line would pass through the whole length of the 
territory from east to west, about 330 miles, and if it bad 
been open to settlement, this part of the road would doubt- 
less have been built long ago; for the land is about as good as 
in Kansas, and the country would have afforded a large traf- 
fic and the land grant have been very valuable. But with 
settlers excluded, it could afford next to no traffic, and the 
land grant was contingent and unavailable; so the construc- 
tion of the road as a transcontinental line was begun 380 miles 
west of the western border of that territory, the Atchison, 
Topeka & Santa Fe serving as its eastern outlet. But this 
was not built to the Pacific Ocean, but only te the Colorado 
River, 560 miles, and it is this part of the road only, in New 
Mexicr o and Arizona, that has received its land grant. 

Of the 600 miles further east, only 215, in New Mexico, 
would certainly have received land if the road had been 
built ; about 165 isfacross the pan-handle of Texas, where the 
land is state and not national property, and something more 
than 220 miles unbuilt is in Indian Territory, where no one 
can own land now. Besides there is the great distance 
across California where the company could have built and 
claimed land, which it did not intend to do, having con- 
tracted with the Southern Pacific for the outlet which it is 
now using. Indeed, it is not probable that the company 
would desire to build any more road unless the Indian Ter- 
ritory should be opened. 

Grants of land in Alabama and Mississippi to various com- 
panies which have never built any road were also declared 
forfeited. Most of these grants were very old. 

More important than any bills that passed were some which 
got through ore house and failed in the other. Among these 
were bills forfeiting parts of the land grant to the Northern 
Pacific. The Sennte passed one forfeiting it for all the road 
not now completed, including about 200 miles down the Co- 
lumbia River, which the company does not intend to build, 
the Oregon Railway & Navigation Company’s line occupying 
the route, but also 75 miles of the Cascade Division, which is 
all under contract. The House, however, substituted for 
this a bill forfeiting the grant for all road built since 1879— 
that is, nearly all west of the Missouri River, most of which 
is in the possession of the company, while a good deal has 
been sold by it. Neither got through both houses. 

The bill providing for the payment of the Pacific railroads 
debt to the government attracted much attention and consid- 
erable favor mn diverse quarters, but it did not even reach a 
vote in the Senate, where it originated. Neither did the 
proposition for aid to the Eads Ship Railroad across the 
Isthmus of Tehuantepec reach a vote, though it was once 
favorably reported by a committee. 

The most important of all proposed railroad legislation 
fared like the bill to forfeit the Northern Pacific land grant: 
the Senate passed the Cullom bill for the regulation of inter- 
state railroad transportation, and the House substituted for 
it the Reagan bill, which has got through one house or the 
other two or three times within the past ten years, and be- 
tween these two stools the attempt at national raiJroad regu- 
lation fell. 

A great many bills were passed authorizing the construc- 
tion of bridges—mostly railroad bridges—across navigable 
streams; among them for five across the Mississippi and nine 
across the Missouri. The Mississippi bridges are to be at Al- 
ton, Keithsburg, Dubuque and Red Wing, and Winona; the 
Missouri bridges at St. Charles, Saline City, Kansas City 
(two), Atchison, St. Joseph, Council Bluffs, Chamberlain and 
Pierre. The most important of these bridge charters, how- 
ever, was that for the Baltimore & Ohio's bridge over Staten 
Island Sound. 








Union Pacific Earnings. 





The Union Pacific shows a remarkable increase of earn- 
ings in June, considering the unprofitableness of the trans- 
continental traffic. Its earnings and expensesin June for 
seven years have been: 


¥ ear. Grossearn. Expenses. 
rs U $2,547,202 $833,902 Ph au .3U0 
oa 2,811,646 = 1.453,528 1,358,118 
— 2.458.812 1,110 216 1'348,596 
las . 2,273,598 1,168,672 1,104,926 
is 4 1,749,443 = 1.220.575 518878 
saa. ‘. 1,955,395 1,054,915 400,480 
586 2,263,821 1,734,524 529,297 





The earnings in June, 1884, were reduced $444,386 when 
Mr. Adams became President, to balance what were consid- 
ered improper credits to earnings during the entire six months, 
So that the figures for that year are unduly small, though the 
actual earnings were doubtless smaller then than in any other 

ear. This year the gross earnings, though much larger than 
for the two years next preceding, were less than in the other 
four years, the working expenses much larger than ever be- 
fore, and the net earnings, though 32 per cent. more than 
last year, very little more than in 1884, and not half aS 
kreat as in any of the four years from 1880 to 1883, and not 
and third as great as in 1880. The gains this year over last 

eS: 


Amount Gross earn. “Bxpe 


ohh, Ome. ae $308,426 i oem Shee? 
hd ase, ie ts hate, 15.7 ai ‘s 32.1 


For the half-year ending with June, the earnings and ex- 
pense? of the Union Pacific system have been : 


Year. oo earnings. Expenses. Net earn 

BORD. 6: edpidiwisesis . $11,457 4 $5,677.904 $5,779,350 
BBE. 66:5. bis! eseebe 13:536.560 7,292,719 5.243.841 
CSS «5:40 heeds amen 13,396,984 7,435,140 5,961,844 
SL dod aopnatentina 14,9609.723 $ Pony 670 6,1 6,053 
DE sac sews «sane sane 10,993,517 4.093 3,359,724 
Se 11,224,529 7 oan, 842 3.274.687 
ces. cite Shesegase 11, 088 $1444, 765 3,161,323 


The gross earnings this year were 3.4 per cent. more than 
last year and 5.5 per cent. more than in 1884 ; but the work™ 
ing expenses have increased so much that the net earnings 
this year were 81 per cent. less than last year and 6 per 
cent. less than in 1884, The increase in net earnings in June, 
however, was greater than the decrease for the entire six 
months. 

Rarely has there been any parallel to the great decrease in 
the net earnings of this company since 1883. The decrease 
in gross earnings (for the half-year) since that time has been 
$1,363,625 (1014 per cent.), while the decrease in net earn- 
ings has been $2,964,739 (4814 per cent.). In 1880 the 
gross earnings were nearly the same as this year (a trifle 
less), while the net earnings were $2,618,000 (83 per cent.) 
greater. This tremendous decrease in net earnings is due to 
a great reduction in the rates received. The traffic has very 
largely increased, and the length of road itself has increased 
58 per cent. (from 2,854 to 4,519 miles), which has made a 
great increase in the working expenses unavoidable; but the 
larger system has been unable to earn more than the smaller 
one, the contributions of new limes and the growth of traffic 
on old ones having been offset by the great reductions in 
rates. 








One of the most signiticant indications of the condition of 
business is the amount of buildings in progress. This fluctu- 
ates greatly from year to year, but not so much as railroad 
construction, though usually with it. Bradstreet’s reports 
the values of buildings constructed in two leading cities (not 
including Philadelphia, Baltimore, Brocklyn, Cincinnati, Mil- 
waukee and St. Louis) during the first half of the year to 
have been as follows : 


1882. 1883. 1884. 1885. 1886. 
$190,935,000 $101,150.000 $100.518,000 $53,385,000 $67.714,000 
Thus though the expenditure this year has been 27 per cent. 
more than last year, it was one-third less than in any of the 
other three years, and has evidently not kept pace with the 
expenditures for new raiiroad construction. 








That low rates from Minneapolis and St. Pau) to Lake 
Michigan are likely to be permanent hereafter is indicated 
by the fact that when recently the railroads united in fixing 
rates and in advancing them from the level to which they 
had fallen during their disagreement, the agreed rate on flour 
consigned directly to the seaboard via Chicago or Milwaukee 
was made 7!¢ cents per 100 Ibs., which is at the rate of 
about 19 cents from Chicago to New York; and the local 
rate to Chicago was made only 10 cents. 








The Chicago lumber traffic in the first half of this year was 
greater than last year, but less than in any of the three 
years previous, having been in thousands of feet : 


1882. 1883. ltt. 1885, 1886. 
Receipts... ....... 475,011 567.388 685,269 513,520 538,051 
Sales cos shipments 865 '.388 792,026 818,325 729,909 767,539 
stocks, Jane 30... 443, 040 430/375 470,292 418,132 405,795 


There has been an unusual demand for the long and heavy 
timbers used in railroad construction, and there is reason to 
believe that the general increase in sales has been greater in 
proportion than the increase at Chicago, which is 5 per cent, 
over last year. Compared with 1884 there is a decrease of 
6 per cent, in the quantity marketed at Chicago. 








The Boston & Albany Railroad’s reports for the quarter 
ending June 30 show: 








1884. 1885. 1886. 
GrOGR CREB... <..22-000000 $1,910.423 $1,853,666 2.021! 596 
REN ccc eebntcns ances 1,394,966 1,416,727 1,523,3::9 
Net earo............ $515,457 $416.939 $497,257 
Int. rents and taxes. ..... 187,971 188.071 187,786 
SOT cnn 1060-5 $327,486 $228,868 $309,471 


The whole through business was carried at cost or less last 
year and the east-bound freight also in 1884, so that with 
the same traffic the road should have earned more this year 
than in either of those. Actually the gross earnings were 
10 per cent. more than last year and 6 per cent. more than 
in 1884. There was also a large increase in working ex. 
penses, however, they being 8 per cent. more than last year 
and 9 per cent. more than in 1884; this leaves the net earn- 
ings a little less than in 1884, but a fifth more than last year, 
and, the fixed charges remaining the same, the surplus, which 
is the stockholders’ income, was a third more than last year. 
No other New England railroad isso much affected by the 
changes in through rates, unless it may be the Fitchburg; 
but the New York & New Haven’s increase in gross earnings 
this year was greater, proportionately, than the Boston & 
Albany’s. 

The latter’s expenses were 75.4 per cent. of its earnings 
this year, against 77.3 last year and 73 per cent. in 1884. 
Few prosperous railroads require so large a part of their 
earnings for working expenses ; but this is the natural course 
of things when traffic grows and capital does not. That is» 
a smaller and smaller part of the earnings is required to pay 
interest and dividends. 








The Mexican Central Railway does not make progress in 
earnings, these having been for the six months ending with 
June slightly (244 per cent.) less than last year. There was 
a large decrease in net earnings meanwhile, from $833,999 
to $586,397—27 per cent.; but the large increase in working 
expenses (16 percent.) which caused this should not surprise 
any who examined the report for 1885 and noticed how very 
small the expenditures for maintenance were, a fact to which 





we called attention in reviewing the report. The expenses 


were 68 per cent. of the earnings in the first half of this year, 
and only 53 per cent. last year. Last year 54.7 per cent. 
of the earnings of the whole year were made in this first half 
of it. 

Per mile of road worked the gross earnings were $1,473 
and the net $472 in the first half of this year, in Mexican 
silver (like all the other figures), which is now worth less than 
80 cents in our currency, in which the interest on the com- 
pany’s debt is payable, so that the $472 (Mexican) net é¢arn- 
ings per mile will pay less than $380 (American) of interest. 
At the reduced rate of 4 per cent. the first mortgage interest 
is about $550 per mile for the half year, besides which there 
is interest due on funded coupon notes and debentures 
secured by collateral, so that the company seems not yet to 
have adjusted its obligations to its means of payment. The 
July 4 per cent. coupons were paid half in cash and half in 
first-mortgage bonds, 











The results of the working of the New York, Chicago & 
St. Louis Railway in the quarter to June 30 have been for 
three years : 

—. 1885. 1886. 


Gross earnings........... ..... $737,385 $683,964 $784,671 
EE sated sdsbesiss psoas 562. 835 544,782 552.197 


Net earnings . , $174,550 $139, 39, 182 $232 474 
Interest, sents and taxes ‘paid. 45,0: 0 104,779 107,125 
BalAOGO.i 2. cocrone sons cds $129,550 "$34,403 $125,349 
Thus there is not only a gain in gross earnings of nearly 15 
per cent. over last year, but of 6.4 per cent. over 1884; and . 
unlike most other roads which have had large gains in earn- 
ings this year, the increase in expenses is very small, The 
increase in net earnings is 45 per cent. over last year, and 
3319 per cent. over 1884, yet the net earnings this year were 
at the rate of only $445 per mile, the road having a really 
large through freight traffic—which will not pay a very 
heavy rate of interest on the company’s debt of nearly 
$50,000 per mile, now in course of re-adjustment. 

The showing for the half vear ending with June is a little 
better, however, the net earnings having been $566,927 this 
year, or $1,084 per mile. The earnings, etc., for the half 
year have been: 


Charges Surplus or 
Year. Grossearn. Expenses. Netearn. _ paid. ceficit. 
1884. wes 272 $1, 138 a eens 108 $404: 79 Der.. $871 
1885... 909,155 3.126 936 527,138 Def.. 144,202 


1886... te 732. 834 1, 165, ‘007 568. 927 219, 457 Surp. 357,470 

The surplus this year (no interest having been paid unless 
on receivers’ certificates) would pay interest at the rate of 4°; 
per cent. on the first mortgage bonds. 








The New York, New Haven & Hartford Railroad reports 
a surprising gain in gross earnings in the April-June quarter 
of this year, for an old road like it, with a vast passenger 
traffic and all its business not greatiy affected by the great 
fluctuations of through rates, which the trunk lines feel most. 
For three years the results in this quarter have been: 











1884. 1885. 1886. 
Gross earnings............. $1.706.487 $1.664,363 $1 859.826 
BRPORGSS, 0.0000 csodsccssccée 1,078,329 1 011,008 1,201,447 
Net earnings BeBhésbbhines $628,158 $859,855 5) $658,379 
Other income. .. an 4,685 630 oan 
Fixed charges and. taxes pays 237,874 208 948 204,947 
DUNHIRS.. .......S000-se0veve $394,969 $453,037 ~~ $453,432 


Thus the gross earnings this year were $195,463 (11%; per 
cent.) more than last year. The working expenses, however, 
were larger by nearly the same amount (18% per cent.), so 
tat there is no change in the net earnings. 

Compared with 1884 there is an increase of 9 per cent. in 
gross earnings, 1114 per cent. in expenses, and of nearly 5 
per cent, in net earnings—moderate chapges except in ex 
penses. 








One of the great flour manufacturers of Minneapol's re- 
cently has chartered vessels on the lakes, and then with the 
very low rates to the lakes—21; to 5 cents to Duluth, and 5 
to 714 to Milwaukee or Chicago— has been able to make his 
own rates to Buffalo. It is also reported that he has engaged 
canal boats to take his flour to New York, which 1s a reviva 
of a practice which has been dead for years. Formerly the 
canal boats carried flour as well as grain, but there have been 
next to no receipts at New York by canal since 1880, an 
then only 21,127 barrels. It is remarkable that a trial of 
should be made again now, when canal rates are higher tha 
in other years since to)ls were reduced. 








The Surlington brake tests being completed on Aug. 8 
and the results being somewhat unexpected, the rules govern 
ing the endurance tests, and the final tests to be held im 
April, 1887, will probably require some modifications. The 
Committee of the Master Car-Builders’ Association on Freight 
Train brakes and the brake representatives will probably hold 
a joint meeting to consider the matter. The meeting will be 
held in New York about the middle of December. 








The Addison & Northern Pennsylvania Railroad Company 
has brought out a new idea in its latest time-table. This isa 
small map of the road, printed in light-colored ink directly 
over the centre of the time-table. The plan is a very good one, 
the map showing plainly, while the ink in which it is printed 
is not dark enough to hide the black figures of the time-card. 
One can thus consult map and train time at the same time, 
without the trouble of handling two separate sheets or turn- 
ing the table over, as would be the case were the map on the 
back of the sheet. This plan is original with Mr. Frank M. 
Baker, General Superintendent of the road, and is an excel 
lent idea. 








Mr. Jeans, in his address on “‘ Railway Extension in the 
Colonies,” chanced to mention the narrow-gauge lines north 
of Toronto as examples of an attempt to provide for traffic 
by very cheap lines ; the London Times, which was one of 





the warmest partisans of narrow-gauge railroads when the 
late Mr. Fairlie began to advocate them, having published 
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his famous paper, *‘ The Railway of the Future,” seizes upon 
this as evidence of the importance of the narrow-gauge. 
Evidently neither Mr. Jeans nor the Times was aware that 
these railroads some time ago were changed from the narrow 
gauge to the standard, and will hardly serve to illustrate the 
advantages of the narrow gauge. 








We have received letters on the ‘‘ Mechanical Conun- 
drum” from several correspondents, but are obliged to de- 
fer publishing them this week, owing to the great pressure 
on our space. Next week, however, we hope to publish a 
very clear and fully illustrated communication on the matter. 








An American journal complains that a visitor to the 
various exhibitions now being held in England has consider- 
able difficulty in getting any ful] explanation of the various 
articles exhibited, and is not allowed to see more than the 
outside of anything. A locomotive shown at the Liverpool 
Exhibition is particularly mentioned. The present writer 
can only say that when he visited the Inventions Exhibition 
in London last year, he was treated with the greatest kind- 
ness and courtesy on all sides, and information was as easily 
obtained and as freely given as at the Chicago and New Or- 
leans exhibitions. As regards the locomotive exhibited, the 
writer was not only allowed to see the inside of the smoke- 
box, but had a long ride on the engine, while the Superin- 
tendent of Motive Power, Mr. Webb, personally showed him 
through the works, where the engines were both under con- 
struction and being repaired. The consumption and mileage 
sheets were also freely shown, and disposition was evinced to 
give every attention to a visitor from this side the Atlantic. 

The truth is that in these matters a little tact and patience 
will enable any oneto get at information he wants in any 
part of the world, while a disposition to carp at everything, 
and resolutely shut one’s eyes to any merit will insure a visi- 
tor a cold reception either side the Atlantic. 








Record of New Railroad Construction. 





Information of the laying of track on new railroad lines 

given in the current number of the Railroad Gazette 
as follows : 

Atchison, Topeka d& Santa Fe.—The Chanute Branch is 
extended from Chanute, Kan., southwest to the Verdigris 
River, 174¢ miles. 

Carolina Central.—Extended from First Broad River, N. 
C., west to Busby Creek, 4 miles. 

Chesapeake & Nashville.—Track laid from Gallatin, Tenn., 
northeast 11 miles. 

Chicago, Burlington & Northern.—An addition of 161; 
miles is reported, completing the main line. 

This is a total of 49 miles on 4 lines, making in all 2,311 
miles thus far reported for the current year. The new track 
reported to the corresponding date for 15 years has been : 


Miles. | 
188 
1880.. 





13879.. 1.346 
1878. 1,005 
1877 943 


This statement covers main track only, second or other 
additional tracks and sidings not being counted. 


a 


NEW PUBLICATIONS. 


Root & Tinker, of New York, have published a series of 
large lithograph portraits of eminent men under the title of 
‘*Men of Mark,” of a superior character, some of them 
being extraordinarily strong portraits. The ninth in the 
series is a portrait of Mr. Geo. B. Roberts, President of the 
Pennsylvania Railroad Company, which is a very excellent 
picture which many railroad men will be glad to possess. 








The National Car and Locomotive Builder has issued its 
usual: yearly Supplement. This is devoted chiefly to adver- 
tising, but contains some useful information, including lists 
of the locomotive shops, of the makers of car wheels, axies 
and springs, and of the rail-mills in the United States and 
Canada. There is also a list of Mexican and South Ameri- 
can railroads and their officers. The matter in the Supple- 
ment which is most valuable, however, is a list of street rail- 
road companies in the United States and their officers, infor- 
mation which, we believe, is not easily accessible elsewhere. 
These lists and the other information given have, apparently, 
been carefully compiled ; the work was done by Mr. Wm. J. 
Trace, who was formerly with the Railroad Gazette. 





Summer Tours on the Rome, Watertown & Ogdensburg 
Railroad is one of the most attractive of summer guide-books 
that has come under our notice. It is true that Mr. Butter- 
field, the General Passenger Agent of the road, has a re- 
markably good field to work in, the company’s lines extend- 
ing from Niagara Falls on the west to the St. Lawrence on 
the east, and taking in the picturesque shore of Lake On- 
tario, the Thousand Islands and the St. Lawrence Rapids, 
and skirting the Adirondack region and the North Woods. 
Of this abundant material good use has been made, botb in 
description and illustration. The book is well provided with 
maps of a better quality than are generally given. 


TECHNICAL. 
Locomotive Building. 
The shops of the Great Western Division, Grand Trunk, in 








Hamilton, Ont., are now building some heavy passenger en- 
ines. The engines have 6 ft. drivers, and 19 by 24 in. cy- 
ders. In order to give proper ‘support to the piston and 


prevent it dragging on the bottom of the cylinder, the piston 
rod is prolonged through the front cover, and therefore sup- 
po at each end by suitable bushes and glands. This de- 
vice is used in many large marine and stationary engines, 
but is on locomotives the revival of an old practice which 
was used on some eastern roads 25 or 30 a ago. It is 
now often used in Germany and France. The tesa of the 


;|all the combination bridges (7 spans) on the Two Harbors 


The Rogers Locomotive Works in Paterson, N.J., are 
building 7 Mogul freight engines with 17 by 24 in. cylinders 
for the Georgia Pacific road, 

The Philadelphia & Reading shops in Reading, Pa., are 
building 4 passenger engines, specially intended for fast run- 
ning on the passenger trains between New York and Phila- 
delphia. These engines have 20 by 24 in. cylinders and 6-ft. 
drivers, and have the Wootten fire-box,. 

The New York, Lake Erie & Western Co. is about to build 
20 new passenger engines, to burn hard coal. 

The Baldwin Locomotive Works in Philadelphia are build- 
ing 8 Mogul freight engines with 19 by 24 in. cylinders for 
the Georgia Pacific road. 

The New York, Lake Erie & Western shops at Susque- 
hanna, Pa., are to build 5 consolidation freight locomotive 
for use on the leased New York, Pennsylvania & Ohio road. 


The Car Shops. 

The St. Charles Car Co., in St. Charles, Mo., has secured 
a contract for 1,000 freight cars for the Atchison, Topeka & 
Santa Fe road, which will keep their works busy for some 
time. 

The Southern Car Co., in Knoxville, Tenn,, has taken a 
contract to build 200 flat cars for the East Tennessee, Vir- 
ginia & Georgia road. 

The Laclede Car Manufacturing Co., in St. Louis, has 
recently shipped street cars to Atlanta, Ga., Rock Island, 
Tll., Janesville, Wis., and Chattanooga, Tenn. 

The Pullman Car Works, in Pullman, Ill., have just com- 
nleted a train of 5 passenger cars for the Old Colony road. 
‘hese cars are to be run on the steamboat train between 
Boston and Fall River. They are each 60 ft. long, and 
have seats for 76 passengers. The inside finish is of mahog- 
any, and the seats have mahogany frames, with cushions and 
back upholstered in plush, and fitted with Hale & Kilburn 
springs. This train is provided with the electrical signal 
apparatus, in place of the usual bell cord. 

The Georgia Pacific Cu. has just given out contracts for 
100 box, 10 stock and 415 coal cars. 

The Wason Manufacturing Co., at Brightwood (Spring- 
field), Mass., is building, among other orders, a combination 
mail and smoking car for the Connecticut River road, and 
two sleeping cars for a railroad in Chili, South America. 
Bridge Notes. 

The Vermont Construction Co. in St. Albans, Vt., is build- 
ing an iron bridge across the arm of Lake Champlain be- 
tween Alburg, Vt. and North Hero. The bridge will have 2 
fixed spans of 150 ft. each and a draw-span 190 ft. long. 

The Wrought Iron Bridge Co. in Canton, O., has taken a 
contract for several highway bridges in Mower County, 
Minn., and has a number of other contracts on hand. 

The Chicago Forge & Bolt Co. has taken a contract for 
erecting a steel bridge over the Chicago River at 12th street 
for the city of Chicago. The contract price for the super- 
structure is $41,159. 

The Phoenix Bridge Co. in Phoenixville, Pa., hasthe con- 
tract for the iron bridges on the extension of the Gulf, Col- 
orado & Santa Fe road from Ft. Worth, Tex., northward 
into the Indian Territory, including the bridge over the Red 
river. 

The Missouri Valley Bridge & Iron Co. in Leavenworth, 
Kan., has the contract for the iron bridges on the extension 
of the Dallas branch of the Gulf, Colorado and Santa Fe 
road, which is now under construction. 

W. G. Coolidge & Co., of Chicago, have recently been award- 
ed the following work: All the Howe truss bridges (25 spans) 
on the Kansas City Extension of the Chicago, Milwaukee & St. 
Paul; all the Howe truss beidges (7 spans) on the Sioux City 
& Astor Extension of the Chicago, Milwaukee & St. Paul; 


Extension of the Duluth & Iron Range road; also the iron 
roofs for 4 smelting buildings at Lake Linden, Michigan. 


Tron and Steel. . 

The North Chicago Rolling Mill Co. during the year ending 
Juue 30 last, turned out 193,270 tons of steel rails, 233,481 
tons of steel ingots, 244.594 tons of pig iron, 31,237 tons of 
bar iron and steel, 12,009 tons of rail splices and 75,081 kegs 
of nails. The average number of men employed by this com- 
pany in all its works during the year was 5,300. The pay 
rolls for the year amounted to about $2,550,000. 

Anderson, Dupuy & Co., of the Pittsburgh Steel Works, 
have lately started up their works with natural gas employed 
throughout. They have built a new 20-ton open-hearth steel 
furnace and have added to their works a complete spring 
department in which they will make railroad and other 
springs. 

The Western Nail Co. in Belleville, Ill., has recently added 
a Clapp-Griffith furnace to its plant and is turning out 65 
tons of steel a day, running single turn. 

Park Brothers & Co., of the Black Diamond Steel Works 
in Pittsburgh, are making some extensive improvements, in- 
cluding a new train of 16-inch rails, and also a train for roll- 
ing sheet steel. 

The Delaware Rolling Mill at Phillipsburg, N. J., has shut 
down, and it is uncertain when it will be reopened. 

The Glasgow Iron Co. in Pottstown, Pa., have let a con- 
tract tothe Lewis Foundry & Machine Co. in Pittsburgh for 
a 24-inch blooming mill for rolling steel ingots. 

The rolling mill at Kittanning, Armstrong County, Pa., 
started up July 29, after a stoppage of about 6 weeks. 


Manufacturing and Business. 


Mr. J. P. Witherow, in Pittsburgh, has a number of heavy 
contracts on hand for blast furnace and rollivg mill machin- 
ery. His latest contract is for a uew blast furnace at Sax- 
ton, in Bedford County, Pa. Mr. Witherow is running his 
works over-time, and expects to continue to do so for some 
time. 

The Smith, Beggs & Ranken Machine Co. is furnishing a 
500 H. P. Corliss engine for the Missouri Car & Foundry 
Co., and has a number of other orders on hand. 

The Rail Market. 
Steel Rails.—The market is quietand steady and quotations 
continue uncharged at $34@$35 per ton at Eastern mills,the 
prices being graded according to size of the order and the time 
of delivery. It is understood that several small orders for steel 
rails have been placed in England. They are all for Texas or 
Pacific coast delivery, where the low prices of ocean frights 
enable the English makers to compete with northern mills in 
rice. 
. Rail Fastenings.—Quotations continue unchanged at 2.40 
cts. per lb. for spikes in Pittsburgh; 2.75@3 10 for track- 
bolts and 1.65@1.80 for splice-bars. A fair business is re- 
ported. 

Old Rails.—The market for old iron rails is dull, buyers 
being unwilling to give the prices asked, and quotations are 
entirely nominal at $18@$19 per tonat tidewater. Old steel 
rails are Sager at $20@$22 per ton in Pittsburgh, with a 
light supply and only few sales. 

The Meigs Elevated Railroad. 


The Boston Herald of Aug. 6 thus describes a trip over the 
a section of road in East Cambridge, near 


ton ; 
** The track is a curiosity of itsolf, starting on a level with 





of a mile in length, or, to be accurate, just 1,118.41 ft. It 
starts with a cheap wooden temporary track 95 ft. long, 
then comes a stronger wooden way of 132 ft., level and 
straight, followed by a wonderful balf-circle having a radius 
of 50 ft. and rising witha grade of 120 ft. to the mile ; 209 
ft. of straight level wooden track is followed by 55 ft. of 
constantly increasing grade of 60, 120, 180, 240 and 300 ft. ; 
another curve of 50 ft. radius on the astonishing grade of 
345 ft. occupies 135.83 ft. of iron way, and then 45.97 ft. of 
iron way on a grade of 172.5 ft., takes the track to Bridge 
street which it crosses on a level grade 14 ft. clear above the 
street. This level grade, 275.64 feet in length, showing a 
general curve of 693 ft. radius made up of short, 
straight sections, completes the experimentul track of the 
construction company. It is well known that the distinguish- 
ing characteristics of this road are the single line of posts, 
supporting a combination of lower rails which carry the 
load-beai ing, which rolls upon themat an angle of nearly 45°, 
and an upper rail against which horizontal wheels run, and a 
truck which straddles the upper rail. The driving wheels of 
the locomotives are horizontal, and draft power is obtained 
by pressing them against the upper rail by hydraulic power. 
The engine 1s 29 ft. long and weighs 29 tons, the tender is 
2514 ft. long and weighs 14 tons, and the passenger car is 51 
ft. long and weighs 19 tons, seating 72 passengers. 

‘After learning the above facts and many more from Capt. 
Meigs, the party was given a ride over the entire length of 
track, and the way in which the car was whisked round the 
curves and up the grades at the rate of nearly 15 or 20 miles 
an hour was a wonder to the visitors. While going round 
the half circle, the old story of people on the rear platform 
shaking hands across tbe country with the engineer was 
almost a reality, length of arm only being lacking. The con 
trol of the engineer over the train was proven by his going 
back down the grades at a slow speed ; and the visitors ap- 
peared thoroughly satisfied with the success of the entire 
demonstration of the practicability of the road.” 


20-Inch Beams. 


The Bessemer Steel Works at Homestead are making bridge 
beams that are 20 in. wide. We believe that no larger bridge 
beams are rolled in the world. The same size are made in 
Belgium, and at Trenton, N. J. The company has a very 
large order on hand for this specialty.—American Manu fac- 
turer, Pittsburgh. 


The Half-Year’s Iron Business. 
Commenting on its statistics of iron and steel production in 
the first balf of this year, the Bulletin of the American Iron 
and Steel Association says : 
‘* The statistics of our iron and steel industries which we 
published last week are of sufficient importance to merit a 
few words of comment for which we could not then find 
room in our columns. 
‘* First, we will be excused for reminding our readers that 
seven months ago, at the close of 1885, we gave in detail our 
reasons for taking a hopeful view of the business situation. 
We showed that there then existed a positive revival in the 
American iron trade, and we gave what we believed to be 
substantial reasons for the belief that 1886 would be an 
active year for this trade. The result thus far abundantly 
justifies our hopeful view. Wemade more pig iron, more 
essemer steel, and more open-hearth steel in the first six 
months of 1886 than in any previous six months in our bis- 
tory, and we made almost as many steel rails as in any 
previous six months. There has been equal activity in 
at least one other branch of our iron and steel indus- 
tries for which statistics are wanting—the manufacture of 
cast and wrought iron pipe. The demand for cast-iron pipe 
for the water supply of our towns and cities has been very 
great, and the demand for wrought-iron pipe for the supply 
of natural gas, which demand became so marked a feature 
of the iron trade a year or more ago, has steadily increased 
during the present year. There has also been great activity 
in the use of iron and steel for building purposes. This use 
of iron and steel is rapidly growing in this country. 

‘* It is important to observe that the large quantities of pig 
iron, steel rails, and other products which have been pro- 
duced in this country since the revival in the iron trade in 
the latter part of 1885 have gone into immediate consump- 
tion. Stocks of pig iron have not accumulated; the steel 
rails made have been laid down. All this has taken place 
witbout the least sign of excitement ; substantial causes have 
brought healthy results. The country is growing in popula- 
tion, having now over sixty millions of people witbin its 
borders ; it has an abundanceof good money ; since the lat- 
ter part of 1885 there has been a revival in railroad build- 
ing ; we have been blessed with good crops: prices of irou 
and steel have wisely been kept within reasonable limits, by 
which we have mainly retained the home market for home 
producers. Altogether the conditions have been favorable 
for a large consumption of iron and steel.” 





General Railroad Bews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Cincinnati, Hamilton d& Dayton, special meeting, at the 
office in Cincinnati, Aug. 26, to vote on the proposed issue of 
preferred stock to retire ths outstanding bonds. 9 

Housatonic. special meeting, in Bridgeport, Conn., Sept. 
15, to vote on the lease of the Danvury & Norwalk road. _ 

Nashville, Chattanooga d St. Louis, annual meeting, 10 
Nashville, Tenn., Sept. 15. Transfer books closed June 16. 

Northern Pacific, annual meeting, at the office in New 
York, Sept. 16. Transfer books close Aug. 2. ; 

St. Paul, Minneapolis & Manitoba, annual meeting, at 
the office in St. Paul, Minn., Aug. 19. Transfer books close 
July 21. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

North Pennsylvania (leased to Philadel 
per cent., quarterly, payable Aug. 25, 
record on Aug. 11. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : ‘ we “ll 

The Master Car & Locomotive Painters’ Association wl! 
hold its annual convention in Chicago, beginning on Wednes- 


phia & Reading), 2 
to stockholders of 


day, Sept. 8. — 
fh he retherheed of Locomotive Firemen will hold its 
annual convention in Minneapolis, Minn., beginning oD 
Wednesday, Sept. 15. er 
The National Association of General Passenger & Ticke 
Agents will hold its next meeting at the Hotel Brunswick in 
New York on Tuesday, Sept. 21. : ~~ 
The General Time Convention will hold its fall meeting 17 
New York, on Wednesday, Oct. 18. : 
The Western Society of Engineers holds regular meetings 





the ground and rising by varying grades until it crosses 





t on the Great Western will be awaited with con- 
interest, : 


b 


ng 
Bridge street at a clear height of 14 ft, It is nearly a quarter 


at its hall, No. 15 Washington street, Chicago, at 7:30p, ., 
on the first Tuesday of each month. 
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Transportation in Congress. 
At the recent session of Congress bills became law forfeiti 
the Atlantic & Pacific grant of 28,371,000 acres, and seve 
grants made to Southern companies, amounting to about 
7,000,000 acres in all. 

The bills which passed the House forfeiting the New Or- 
leans Pacific grants, the Gulf & Ship Island grant and the 
Northern Pacific grants did not pass the Senate, but will 
probably come up agam next winter. 

National Association of General Passenger and 
Ticket Agents. 

The regular semi-annual meeting of this Association will 
be held in New York, at the Hotel Bruuswick, on Tuesday, 
Sept. 21, beginning at 11 o’clock a. m. Special arrange- 
ments have been made by the proprietors of the hotel to care for 
all the members, on either the American or European plan. 
Blank credentials will be furnsihed new members at the 
meeting. 

Contracting Freight Agents’ Association. 

At a meeting held in Sandusky, O., Aug. 7, an association 
was formed to be known as the Contracting Freight Agents’ 
Association of the Middle and Western States. The organi- 
zation is entirely for social and beneficial purposes. At the 
Sandusky meeting officers were elected and a constitution 
and by-laws adopted and arrangements were made for future 
meetings. 

Baltimore & Ohio Employes’ Relief Association. 


The July sheet of this Association shows the payment of 
benefits as follows: Main Stem, Transportation Department, 
92; Machinery Department, 202; Road Department, 75; 
Baltimore & Philadelphia, 6; Pittsburgh Division, 69; 
Trans-Ohio Divisions, 153; physicians’ bills, 87; a total of 
684 payments. 


ELECTIONS AND APPOINTMENTS. 

Boston & Lowell.—The following notice has been issued 
by the President, under date of Aug. 1: ‘Colonel A. B. 
Jewett, having accepted the position of Vice-President of the 
St. Johnsbury & Lake Champlain Railroad Co., the duties of 
Superintendent of the Vermont Division will hereafter be 
performed by Mr. W. A. Stowell, until further notice. Mr. 
Stowell will have his office at Woodsville, New Hampshire.” 








Burlingame, Lyndon & Southern.—The directors of this 
new company are: L. E. Finch, H. D. Shepard, Max Buck, 
Elisha Olcott, L. T. Wilson, S. B. Enderton and J. W. Ham- 
mond. The principal place of business will be at Burlingame, 
Kansas. 

Cedar Rapids & Chicago.—The officers of this company 
are: President, J. B. Young, Cedar Rapids, Iowa; Vice- 
President, J. M. Butler, Philadelphia; Chief Engineer, A. W. 
Swanitz, Cedar Rapids, Iowa. 


Cherryvale, Paola & Kansas City.—The officers of this 
company are: President, C. A. Mitchell, Cherryvale, Kan. ; 
Secretary, W. D. Greason, Paola, Kan.; Treasurer, J. M. 
Allen, Erie, Kansas. 


Chicago, Burlington & Northern.—Mr. Charles Doogan 
has been appointed Freight Auditor, with office in St. Paul, 
Minn. Mr. Doogan has been for 20 years connected with the 
Chicago, Burlington & Quincy and has been for a long time 
Chief Clerk in the Freight Auditor’s office. 


Chicago, Madison & Northern.—The directors of this new 
company are: James C. Clarke, E. T. Jeffrey, John C. Well- 
ing, Chicago; Stuyvesant Fish, E. H. Harriman, Walter 
Luttgens, New York. ‘They are all connected with the 
Illinois Central. 

Mr. Edward T. Jeffrey has been appointed General Man- 
ager of the new company, with office in Chicago, and bas is- 
sued the following as his first official order: ‘* Mr. Isham 
Randolph is appointed Chief Engineer of the Chicago, Mad- 
ison & Northern Railroad, with office at No. 78 Michigan 
avenue, Chicago.” 


Cleveland & Mahoning.—This company (whose road is 
leased to the New York, Pennsylvania & Ohio) has elected 
Stevenson Burke President; E. E. Poppleton, Secretary; 
E. B, Perkins, Treasurer. 


Cleveland & Western.—The directors of this new com- 
pany (successor to the Cleveland, Delphos & St. Louis) are: 
James Callery, Wm. Semple, Pittsburgh, Pa.: C. W. Straw, 
Corry, Pa.: A. W. James, Youngstown, O.; James Semple, 
Toledo, Ohio. 

Contracting Freight Agents’ Association of the Middle & 
Western States.—The officers of this Association are: Presi- 
dent, J. D, Welsh, Union Pacific: Vice-President, W. W. 
Whitacre, Lake Shore & Michigan Southern; Secretary, 
James N. Veitch, Chicago, Milwaukee & St. Paul; Treas- 
urer, L. 8. Fairchild, Baltimore & Ohio. 


Cumberland Valley.—The following circular from Presi- 
dent Thomas B. Kennedy is dated Chambersburg, Pa., Aug. 
5: “Mr. H. A. Riddle is appointed General Passenger Agent, 
in place of Mr. A. H. McCulloh, resigned. Appointment to 
take effect at this date.” 


Denver & Rio Grande.—Mr. Wm. 8S. Jackson, President 
of this company, as reorganized, announces the following 
appointments: General Superintendent, R. E. Ricker; 
Treasurer, J. W. Gilluly; Secretary, William Wagner; Gen- 
eral Counsel, E. O. Wolcott; Assistart to the President, R. 
F. Weitbrec; Traffic Manager, A. S. Hughes; Auditor, E. R. 
Murphy; Assistant General Superintendent, W. W. Borst; 
General Passenger and Ticket Agent, S. K. Hooper; Man- 
ager of Express, G. W. Kramer; Superintendent of Motive 
Power and Machinery, N. K. Sample: Principal Engineer, 
F. P. King; Superintendent of Bridges and Buildings, J. R. 
Chapman; Purchasing Agent, C. i. Hobbs; Land, Tax 
and Claim Agent, W. M. Hastings: Superintendent of Tele- 
graph, R. A. Hutchison; Superintendent First and Third 
divisions, W. W. Borst; Superintendent Second Division, 
Cole Lydon; Superintendent Fourth Division, R. M. Ridg- 
way; Assistant General Freight Agent, C. F. Zimmerman; 
Assistant Superintendent Express, 8. A. Walker; Superin- 
tendent Car Service, J. B. MeCormic; Chief Storekeeper, E. 
: , Saaleys Freight Claim Agent, C. Tucker; Stationer, W. B. 

e, 

Denver & Rio Grande Western.—The following circular 
from President Wm. J. Palmer is dated Salt Lake City, 
Utah, July 29 : 

“The following appointments have been made by the board 
of directors of this company, to take effect immediately: 
David C. Dodge, General Manager; Wm. H. Bancroft, Gen- 
Aud eperintendent; Jos. W. Gilluly, Cashier; J. H. Bennett, 
+ aitor. 

The Receiver has been retired and the road is now operated 
by the company. 


argo, Devil’s Lake & Turtle Mountain.—The officers of 
hie new company are: President, Otto B. Spencer; Vice- 
resident, P. N, Scotland; Secretary, H. M. Creel; Treas- 
urer, Morris Thomas. Office in Fargo, Dakota. 

Fort Worth & New Orleans.—Mr. John F. Lehane has 


been appointed Auditor, with office in Fort Worth, Tex. He 
Was recently on the Texas & Pacific road. 





Galveston, Sabine & St. Lowis.—At a meeting held in 
Longview, Tex., Aug. 3, all the old officers, known as the 
Barner board, resi , and their positions were filled for the 
ensuing year by the election of the following officers : sr 
Evans, President; G. D. Harrison, Vice-President; W. W. 
Wood, Secretary and Treasurer; I. H. Cruteber, A. 8. Tay- 
lor, J. M. Mobberly, Thos. R. Smith, of New York, Thos. B, 
Sieo, of New Orleans, and John F. Hull, of Carthage, Tex., 

irectors. 


Lake Superior & Pacific.—This rag on has elected offi- 
cers as follows: President, J. R. Myers; Vice-President, George 
J. Mallory; Secretary, J. W. Paine; Treasurer, A. J. Whit- 
man. Office in Duluth, Minnesota. 


Mexican Central.—Mr. Joseph H. White, of Brookline, 
Mass., has been chosen a director in place of B. P. Cheney, 
resigned. 


Minneapolis Union.—This company has elected Mr. J. J. 
Hill, President; A. Manvel, Vice-President; E. Sawyer, 
Treasurer. The road is controlled by the St. Paul, Minneap- 
olis & Manitoba. 


Mississippi & Leach Lake,—The officers of this new com- 

y are: President, Ashley C. Morrill, Brooklyn, N. 

Jice-President, Edward M. Johnson, Minneapolis, Minn. : 
Secretary, William C. Johnson, Little Falls, Minnesota. 


New Orleans, Natchez & Fort Scott.—This company was 
organized at Vidalia, La., Md 10, with the following offi- 
cers: L. T. Bush, President; U. H. Rice, Vice-President; H. 
W. Busb, Secretary; Isaac Lowenburg, Natchez, Assistant 
Secretary; Charles Nelson, Treasurer; H. B. Whiteman, En- 
gineer; A. A. Harris, General Attorney. 


New Orleans & Northwestern.—This company was organ- 
ized in Natchez, Miss., Aug. 10, with the following officers: 
J. H. Rice, Fort Scott, Kan., President; L. T. Bush, Lancas- 
ter, Pa., Vice-President; H. W. Bush, of Pennsylvania, 
Secretary; J. W. Lambert, Natchez, Assistant Secretary; C. 
C. Drake, Fort Scott, Treasurer. H.B. Whitman was chosen 
Chief Engineer, and A. A. Harris, of Fort Scott, General 
Attorney: K. P. Lanneau, Natchez, Assistant Attorney. 


Richmond & Danville.—Mr. T. W. Gentry, recently of the 
Atlanta & Charlotte Air Line Division, has been transferred 
and appointed Master Mechanic of the Richmond & Danville 
Division, with office in Richmond, Va. Mr. A. W. Gibbs is 
appointed Master Mechanic of the Atlanta & Charlotte Air 
Line Division, with headquarters in Atlanta, Ga., to succeed 
Mr. Gentry. 


St. Louis & Chicago.—Mr. A. C. Turner has been a 
pointed Traffic Manager, with office in a gm IL e 
was recently connected wiih the Cleveland, Columbus, Cin- 
cinnati & Indianapolis. 


St. Louis Southern.—The office of this new company is at 
Pinckneyville, Ill. ; the directors are E. C. Dawes, L. M. Dodd, 
8. T. Brush, C. W. Fairbanks, C. H. Bosworth, R. J. Cavett 
and J. M. Richart. 


Salina, Columbus & Southeastern.—The officers are: 
President, W. B. Stone; First Vice-President, C. Blair; Sec- 
retary and Treasurer, R. A. Long; General Manager, E. A. 
tet Chief Engineer, Charles L. McClung, Columbus, 

nsas, 


San Antonio & Aransas Pass.—Mr. U. Lott, President 
and General Manager, has issued the following, dated San 
Antonio, Tex., Aug. 5: 

‘Mr. J. P. Nelson having been appointed Chief of Con- 
struction for this company, bas full charge of survey and 
location, and all matters pertaining to construction work on 
the Northwestern Extension, Waco and Sealey branches, and 
has ful] authority to make labor and material contracts per- 
taining to construction of above named lines.” 


Sioux City, Bismarck & Fort Benton.—The office of this 
new company is in Sioux City, Ia.; the directors are D. T. 
Hedges, John Pierce, A. 8. Garretson, T. P. Gere, Craig L. 
fe F. C. Hills, A. W. Irwin, John Hornick and James 

. Boge. 


Sonora.—At the annual meeting last week the old direc- 
tors and officers were re-elected. The road is owned by the 
Atchison, Topeka & Santa Fe. 


Texas & Pacific.—Mr. J. H. Redmond has been appointed 
Division Superintendent, with office at Marshall, Texas. 


Virginia, Tennessee & Georgia Air Line.—The following 
from General Manager Henry Fink, is dated Knoxville, 
Tenn., July 31: 

‘* Mr. Edwin Fitzgerald has been appointed General West- 
ern Agent of the Virginia, Tennessee & Georgia Air Line. 
His office will be at Louisville, Kentucky .” 


Western, of Florida.—Mr. O. Budington is appointed 
see Superintendent, with office at Green Cove Springs, 
orida. 








PERSONAL. 


—Mr. A. H. McCulloh has resigned his position as General 
Passenger Agent of the Cumberland Valley Railroad. 


—Mr. J. M. Reid, a civil engineer of Pilot Point, Tex., has 
accepted a position as Division Engineer on the new Trans- 
African Railroad, and will shortly sail for Africa to begin 
work, 

—Mr. J. F. McGhee has resigned his position as Superin- 
tendent of Bridges of the Georgia Division of the East 
Tennessee, Virginia & Georgia road, to accept a position on 
the Mobile & Ohio. 


—Col. A. B. Jewett has resigned his ition as Superin- 
tendent of the Vermont Division of } oxy Boston & Lowell 
Road. Mr. Jewett hastaken this action in consequence of 
his election as President of the St. Johnsbury & Lake Cham- 
plain Railroad Co. 

—Mr. F. J. F. Bradley, for some time Manager of 
the Pullman Car Works, at Pullman, IIl., was removed 
from his pice Aug. 2. Mr. Bradley not been seen 
since, and it is reported that he has disappeared from his 
residence in Chicago. 

—The inspector who made the report on the Fifth avenue 
paving contract to the Commissioner of Accounts of New 

ork city—reports which have attracted a great deal of 
attention—is Col. Geo. T, Balch, who made the immense in- 
aga of the Erie Railway when it was under the receiver- 
ship. 

—A report is telegraphed from St. Louis that Mr. H. M. 
Hoxie will shortly retire from the active duties of his posi- 
tion as General 


with general supervision over the rations of the com- 
pany. The change, it is stated, will be made on account 
of Mr. Hoxie’s desire for relief and rest. 


—Mr. Charles P. Clark, President of the New York & New 
England Co., has received from English shareholders of the 
road an elegant solid silver fruit and flower receiver. The 
testimonial is of massive proportions, being 20 in, in height 


r of the Missouri Pacific lines, but | ! 
that he will retain the position of First Vice-President 1 





and 15 in. in diameter at the top and gold lined. It is urn- 
shaped, with heavy handles on either side, and is artistically 
embellished with tasteful floral designs. The front surface 
bears the following inscription : ‘‘ Presented to Charles P. 
Clark, President of the New York & New England Railroad 
Co., by some English shareholders, in grateful recognition of 
his successful efforts to retrieve the fortunes of the com- 
pany.” 

—Col. George L. Perkins, Treasurer of the Norwich & 
Worcester Railroad Co., is undoubtedly the father, or per- 
haps he might be more fittingly called the grandfather, of 
the numerous family of railroad officers of the United States. 
The 99th birthday of Colonel Perkins was celebrated on the 
evening of Aug. 7, by a complimentary banquet tendered 
him by his associates and friends at Port Griswold House in 
Groton, Conn. Col. Perkins has been Treasurer of the 
Norwich & Worcester Co. since its first organization, 50 
years ago, and is still active, despite of his great age, and 
attends to his daily duties with a regularity which has 
characterized his whole business life. He is undoubtedly the 
oldest railroad officer in the United States. 


—Sir John Anderson, an English mechanical engineer of 


Y.; | considerable reputation and great ability, died on July 28. 


Sir John was for 33 years connected with the government 
arsenals of Woolwich and Enfield, and successfully intro- 
duced numerous improvements in the manufacture of ordi- 
nance, small arms and ammunition, including the system of 
interchengeable parts. He was at the head of the British 
jurors at the Centennial Exhibition at Philadelphia in 1876. 

e was an admirable lecturer upon mechanical subjects and 
wrote a text-book on the strength of materials. Sir John 
was born at Woodside, near Aberdeen, Scotland, in 1814, 
and in 1881 ye his native village with a free library 
which cost $30,000. 








TRAFFIC AND EARNINGS. 


Central Traflic Association. 


Commissioner Blanchard has called a general meeting, to be 
held at Commissioner Fink’s office in New York, Aug. 18, at 
which the following subjects will be presented : 

1. The divisions of freight traffic agreed to but not yet 
completed, and such others as may be deemed requisite for 
the general interest. 

2. Additional measures for maintaining rates and fares. 

3. The propriety of including in the present or supple- 
mentary freight agreements short-freight traffics now in- 
cluded. 

4. The desirability of appointing a permanent arbitrator or 
arbitrators for the association. 

5. The majority and minority reports of the percentage 
committee. 

6. The consideration of the proposed general contract of 
the association. 

7. Pending the adoption of a general agreement, the pas- 
senger agreement formerly agreed to will be presented for 
consideration and signature. 

8. Measures to limit special passenger fares. 

9. The consideration of the differential basing fares desired 
<d 1 Chicago & Grand$Trunk Co. eastwardly via Mon- 

real, 

10. To progress passenger arbitration. 

11. Any other questions that may be presented in either 
the freight or passenger departments of the association. 

12. Any questions of mutual interest which the trunk line 
executive committee or Coramissioner Fink may desire con- 
sidered. 

The conference committee upon the relations of this asso- 
ciation to the trunk lines and the joint committee are respect- 
fully requested to convene at the same time and place. 

As important nger questions are to be considered, a 
full attendance of the general passenger and ticket agents is 
requested. 





Classification of Dry Goods. 


A conference was held in New York, Aug. 11, between 
the committee of dry-goods merchants and members of 
the Trunk Lines Executive Committee. The Merchants’ 
Committee prepared a list of goods for rating as third 
class, whether in assorted or original packages. The list 
comprises yp - and shirtings, bleached and brown ; 
cottonade ticks, denims, sheeting. stripes and ctkecks, 
ducks, drills, brown or bleached ; calicoes, ginghams, cor- 
set jeans, brown bleached or colored; colo cambrics, 
cotton grain bags, apron checks and single-face cotton flap- 
nels, They also offered to present and advocate the passage 
of a law imposing a penalty on shippers for shipping freight 
under a different name or in a lower class than that to which 
it actually belongs. The propositions will be submitted to the 
Executive Committee. 


The Canadian Pacific’s First Through Freight. 


An Ottawa dispatch of Aug. 5 says: ‘‘ A train of 13 cars, 
containing the second load of tea direct from Yokohama, has 
arrived at Winnipeg. Eight cars go to Brockville, two to 
Montreal, and three to Chicago. Another train of 10 cars is 
on the way from Victoria to Montreal.” 


Lake and Canal Rates. 


The Buffalo Commercial Advertiser says: ‘‘The magni- 
tude of the business being done at this port this year is little 
appreciated. Prices for breadstuffs are low and the foreign 
demand is comparatively light, yet enormous quantities of 
breadstuffs are going forward through Buffalo. With one 
exception, that of 1880, this year’s movement is the greatest 
on record. The receipts of flour aggregate 1,935,778 barrels 
for the season, which is an average of 21,000 barrels for 
every day including Sundays. The receipts of grain reach 
81,435,585 bushels, exclusive of flour. he total shipments 
of grain by canal to Aug. 1, were 18,912,850 bushels to 
12,537,000 last year. The shipments of coal west by lake, 

aggregating 655.468 tons, is the heaviest coal movement on 
record, and the exports of cement, salt and railroad iron are 
considerably in excess of those for last season. The freights 
paid by this large business he ve been fairly remunerative, as 
will be seen by the following statement of the average rate 
on wheat and corn from Chicago to Buffalo by lake, and 
from Buffalo to New York by canal, during the month of 
July, in the years named : 


——Lake.-—— ——-~Canal.-——. 
Wheat. Corn. Wheat. Corn. 
Cente. Cents. Cents. Cents. 

2.7 2.5 4.0 3.6 
1.3 1.1 4.0 28 
19 L7 36 3.2 
25 2.3 3.9 3.6 
1.9 7 4.4 40 
26 2° 4.3 3.8 
4.8 43 6.0 5.4 
aa araneains 2.5 2.3 5.2 4.7 
1.7 1.5 4.3 38 
26 22 54 4.7 
2 1.2 5.9 5.4 





uation this year, as compared 
with last, may be judged from the fact that wheat was taken 
in Chicago for days together in Me 1885, for 1 cent a 
bushel] to Buffalo. and at no time in the month was 1% cents 
exceeded, while the average for the July just passed is nearly 





8 cents a bushel,” 
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Railroad Earnings. 
of railroad lines for various periods are reported as 


follows: 
Seven months to July 31: 
1886. 

Canadian Pac.... $5,150,342 

Chi. & ae. 12.907.2 


C., St. P., M. & 3,182,861 
Chi. & W. Mich. 769,°98 
C.,1,S8t.L & C.. 1.409,501 
n., W. & Balt. ,061. 
Den & R.G...... 3,497,718 
Den. & R. G. W. 652 31L 
t., Lau. & No. 670, 
Ev. & T. Haute.. 422,159 
Flint & Pere Mar +251,991 
Grand Trunk. ... 9,118 849 
Gulf, Col. & S. F. 1,103,386 
Il. Ventral ....... 5,494 935 
Towa lines... .. $91,257 
Ind., Bloom. & W. 1,349,218 


Lou , Ev. & St. L. 457.968 


Louisv. & Nash.. 7,540,041 
Marq., H. & Ont. 514.352 
Mexican Central. 2,129,864 


Mil. & Northern... 345,655 


N.Y. City & No.. 304.526 
N. ¥., Out. & W.. 717,478 
Norfolk & West.. 1,686,645 
Northern Pacific 6,108,122 
Ohio & Miss...... 2,077,877 
Ohio Southern.... 261,488 
Peoria, Dec. & E. 407,784 
St. Jo. & Gd. I. 624 975 


bg 4 . 3,504,880 
Wab ,St.L & P.. 6,899 319 
Wisconsin Cent.. 802,190 


Six months to June 30: 
Boston & Albany. $3,800,457 





Net earnings.... 1,135,682 
Canadian Pac. .. 4,160,343 
Net earnings. 1,293,615 
Ches. & Ohio.. 1,819,817 
Net earnings... 503 719 
Ches.,0.& 8S W. 730.269 
Net earnings.... 226,914 
Eliz., Lex. & B.S. 393,457 
Net earnings .. 325,659 
Den-& R. G. W.. 369,538 
Net earnings. .. 141,416 
Gal.,Ha.&S. An = 1,233.339 
Net earnings ... 88, 


Guif., W. T. & P. 23,320 
Net earnings... 
Louisiana West.. 
Net earnings.... 
Louis., N. O. & T. 731,477 
Net earnings... 132 372 


Mil..L. S.& W 942,768 
Net earoin.zs... 421.472 
Morgan’sLa. & T. 1,949,e82 
448,330 


Net earnings . 
Y..C.& St. L. 1,732,835 


Net earnings... 566.928 
N.Y.,N. 8. & H. 3,495.790 
Net earnings... 1,228,394 


Y .Tex & M. 64 931 


Net earnings... *10.666 
Vhio & Miss....... 1,730,719 
Net earnings.... 423,958 
Tex. & N. Orl'ns. 450.949 
Net earnings... 182,136 


Texas & Pacific .. 2,530,087 
Net earnings. .. 222,319 
Five months to May 31: 

Peoria, E. 280,446 


Net earnings... 119,382 
Month of May: 

Peoria, Dec. & E. $56,523 
Net earnings ... 23,037 
Month of June; 

Sanadian Pac..... $895.923 
Net earnings. .. 376.450 


Ches. & Ohio.... 22 
Net earnings. .. 71.774 
Ches., O. & S. W. 122.607 
Net earnings... 
Eliz., Lex. & B.S. 
Nec earvings... 21,594 
Den. & R. G. W.. 
Net earnings.... 
Gal., Ha. & 5S. A.. 201,966 


Net earnings... 42,909 
Guif, W.T.& P... 2,916 
Net earnings. ... *2 612 


Louisiana West.. 


Net earnings.... 
Mil., LL. S. &W 
Netecarnings, .. 
Mion &N.W... 
Net earnings... 
Morgan’s La. & T. 
Net earnings. . 
N. Y.. Tex. & M.. 
Net earnings... 
Obio & Miss...... 
Net earnings... 





Tex. & N. Orl'ns. 
Net earnings... 34,571 
Texas & Pacific... 403,069 


Net earnings... *60,213 
Month of July: 
Cairo, V. & U..... 
Canadian Pacific. 990.0 0 
Chi. & Nor’west.. 2,127,700 





C.,5t.P,M.& 486,600 
Chic. & W. Mich 125.200 
Cin.,1., St. L. & C 212,200 
Cin., W. & 150.820 
Den. & R. G......- 609,537 
Den. & R.G. W.. 85,400 
Det., Lan. & No.. 107,612 
Ev & Terre ... 83,825 
Flint & Pere Mar. 178,594 
Grand Trunk. .... 1,680,976 
192,000 
809,248 
128.504 
‘ 218,239 
Lou., Ev. & St. L. 84,012 
Louis. & Nash... 1,241,995 
» &O:... 39.513 
Mexican Cen...... 2775 
Mil. & Northern. 51.988 
N. Y. City & No 50,176 
N. Y., Oot. & 144,711 
Norfolk & West.. 237,256 
Northern Pacific.. 1,120,865 
Ohio & Miss ..... 347,156 
Ohio Southern.... 34.906 
Oregon KR. & N... 424,800 
Net earnings. .. 182,700 
Peoria, Dec. & E. L 
St. Jo. & Ga I 77.992 
St. P. & Duluth 133,679 
St. P., M. & Man.. 570.0€4 
Wab..St.& P....  1,057.351 
Wisconsiu Cent... 116,166 
First week in August : 
Chic. & Atlantic. . $27,306 
Chi. & East. fl.. 34,701 
Chi., Mil. & St. P. 421.000 
ay ._ &w 55,695 


St. Louis &san F. 86,500 
* Deficit. 


681.230 
1,424,427 
5,606,441 
2,020.215 

2°26,830 


616,037 
3,697,305 
6.332.257 

89,425 


$3,.507.413 


933,924 
3,352,827 
1.114,408 
1,561.415 

367,984 

701.625 

179 353 

316,008 

97,151 
1,383 660 
577 927 


3.190.095 
1,374,000 


184.710 
2,165,431 


$280.545 
116.036 


$50,508 
16,027 


$734,862 
NBS AGL 
249.521 
59,986 
113,361 


371.483 
#23786 


838,099 
118,507 
$22,252 
40 470 
392,743 
27,442 


74,500 
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889,877 


106,288 
172,421 
223.677 
183,892 
305,695 
145,606 


$6.015 
7,010 


$161,061 
92,959 
72.278 


23,621 
87.133 
2,743 
6.730 
5,330 


407 
34.532 
26.468 

133,172 
96,769 
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Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 

Cotton. 


Cotton movement for the week ending Aug. 6 is reported as 
follows, in bales: 


Interior markets : 1886. 1885. Inc. or Dec. P.c. 
Receipts........ iow oe Sak EC UP 62.5 
Shipments....... eee 2,227 I. 10,308 462.2 
Stock, Aug. 6 ..... 49,807 21,255 I. 28,552 134.0 

Seaports : 

Receipts. iets Wes helene: te 2,038 I. 5,586 273.8 
OS Ee eee 24,255 13,955 . 10.300 73.6 
Stock, Au:. 6....... . .. .. 199,425 191,075 I. 8,350 4.4 


The total shipments from plantations for the crop year to 
Aug. 6 are estimated at 6,469.387 bales, against 5,614,684 
last year, 5,649,007 in 1883-84 and 6,955,229 in 1882-83. 


Coal, 


Anthracite coal tonnage for the week ending July 31 was 
425,567 tons, against 477,447 last year, a decrease of 51,880 
tons, or 10.8 per cent. The total tonnage to July 31, as 
given by the weekly reports was, this year, 16.962,412; last 
year, 15,909,916; increase, 1,052,496 tons, or 6.6 per cent. 

The anthracite coal market is less active than usual! at this 
season. The companies are reported to be keeping pretty 
well the agreement to maintain prices, and dealers are prob- 
ably holding off in hope of a break. 

Bituminous coal tonnages for the seven months to July 31 
are reported as follows : 

1886. 1885. Ine. or Dec. P.c, 

Cumberland, all lines..1,114,046 1,549,070 D. 435,024 28.1 
Hun. & Broad Top . 217,383 94,313 I. 193,070 130.5 
Bar. R.R. & Coal Co... 113.769 136,688 D. 22,919 168 
Beech Creek... ... . 550,529 420,086 1. 130,443 31.1 
Pennsylvania R. R: 





Clearfield ..1,141,871 1,732,766 D. 590,895 34.1 
Mountain District.... 419,806 295 892 1. 323,914 41.9 
Penn and Westmore. 619.444 646,861 D. 27.417 4.2 
Minor districts....... 808,467 606.585 L 201.882 33.2 
Norfolk & Western.... 469,190 322.897 I. 146,293 45.3 
Chesapeake & Ohio.... 643,828 607,323 I 36,505 6.0 


Total bituminous ...6,098,333 6,412,481 D. 314,148 4.9 

The changes in these tonnages are chiefly due to the stop- 
page of production in several of the districts by strikes. 
These limited production in the districts affected and at the 
same time caused an increase in others, which were able to 
fill the unexpected demand upon them. This has worked to 
the advantage of the Virginia lines, which are trying to secure 
new markets for their coal. In one case known to us, which 
is doubtless a type of others, a cargo of Pocahontas coal was 
picked up in an Eastern port as a stop-gap in an emergency, 
and the coal was so much liked that the result was a contract 
for a regular supply. 

Coke tonnages tor the seven mcnths to July 31 are reported 
as follows : 

1886. 1885. Ine. orDec. P ec. 

Southwest Penna. R. R.... 1,450,156 1.127.748 I. 322.408 28.7 
Other districts, Pa.R. R.. 460,628 343,061 I. 117.567 34.5 
Connellsville, via Pa. R. R. <6, 882 35,846 D. 8.964 24.9 

ET COMO. os ences cases 1,937,666 1,500,655 I. 431,011 28.6 

All these tonnages are over the Pennsylvania Railroad and 
its branches, no other company reporting coke shipments, 
The improvement in the iron trade bas furnished an active 
market for coke this year, and the ovens are now nearly all 
busy, shipments being limited only by the supply of cars. 

Cumberland coalshipments for the week ending Aug. 7 
were 67,940 tons. Total to Aug. 7 this year, 1,181,986; last 
year, 1,597,060; decrease, 415,074 tons, or 25.9 per cent. 

Actual tonnage passing over the Pennsylvania & New 
York road for the eight months of the fiscal year from Dec. 1 
to July 31 was: 

1886. 
..- 1,008,216 
122,713 

TOCA) is. o0 cs) avs vies ses Meee 920,400 J. 210,529 22.9 

The larger part of the anthracite comes from the Lehigh 
Valley road, of which this line is an extension. 

St. Louis coal receipts for the seven months to July 31 
were : 


1885. Inc. or Dec. P.c. 
763 567 I. 244,649 32.( 
> 


Authracite 2 
156 833 D. 34,120 21.7 


Bituminous....... 


1886 1885. Iuc. or Dec. P.c. 

oo en a 1,028,128  1,046.496 D. 18.368 1.7 
OE i a oe 50.754 18,819 I. 31,935 169.8 
Ponti! “lta 1.078.882 1,065,315 I. 13,507 12 


Chicago coal receipts for July and the seven months to July 
31 are reported by the Coal Trade Journal as follows : 


-——-- ly.-———__ —-Seven months.— 

1886. 1885. 1886. 1885. 

Anthracite........ .... 178,379 132.660 683,604 564.221 
Eastern bituminous.... 34,311 68.780 490.414 522.024 
eee er 73,654 63,448 596,006 647,427 
Indiana... ig 46,849 52.935 246,082 433,674 
SS eee 46,168 304,183 282,705 
TN ics. nae «aeicaden 438,779 393,991 2,420,289 2,450,051 


The total decrease was 29,762 tons, or 1.2 per cent. , for the 
seven months. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Aug. 7 was: 


Coal. Coke. Totat. 1885. 
Line of road...... .... 133,789 67,885 201,674 198,474 
From other lines...... 74.795 586 73,381 75,647 





| CET im 68,471 277.055 254,121 
Year to Aug. 7........ 6,841,901 2,006,137 8,848,038 7,931,388 

Increase for the week, 22.934 tons, or 9.0 per cent. ; in- 
crease for the year, 916,655 tons, or 11.6 per cent. 








RAILROAD LAW. 
Right to Change Train Service in Massachusetts. 

Application was recently made to the Massachusetts Rail- 
r' Commission by residents of Hyde Park, to require the 
New York & New England Co. to stop at that station two 
express trains which formerly stopped there, but which now 
run through without stopping. This application was based 
on the following section of the statute: 

‘* A railroad corporation which has established and main- 
tained throughout the year, for five consecutive years, a pas- 
senger station at a point upon its road, shall not abandon 
such station, nor substantially diminish the accommodations 
furnished by the stopping of trains thereat, as compared 
with that furnished at other stations on the same road.” 

The Commissioners, in refusing the application, state their 
interpretation of the law as follows: *‘The claim for the 
petitioners is founded on a rigid, and, as we think, a mis- 
taken construction of the law. It is said that the Hyde Park 
stops are reduced by two; and that the stops at other sta- 
tions are not reduced. Therefore, the accommodation is di- 
minished, ‘as compared with that furnished at other 
stations; and, as these were favorite trains, the diminu- 
tion is substantial. This is supposed to be almost a 
mathematical demonstration of violated law. We do 
not so understand the statute. It is not said that 
the amount of accommodation at one station shall 
not to be reduced without a corresponding reduction at all 
other stations. The main object of the act of 1865 (now sec. 
156 of chap. 112) was to prevent the abandonment of sta- 

















tions to the unfair injury of persons who had made invest- 


ments and arrangements in faithof their continuance. To 
prevent evasion of this prohibition, and to prevent the like 
evil of a great diminution of service, the clause as to sub- 
stantial diminution was added. And to avoid too severe 
a restriction on the authority of managers, this was quali- 
fied by the reference to other stations. Without this 
last clause, a general reduction of passenger business could 
not be followed by a general reduction of passenger 
trains. The Board has no _ reason to believe that 
the Legislature intended by an iron rule to direct that every 
train which had been run for five years should be run for 
ever, even if by other trains necessarily placed on the road 
such running bad become needless or dangerous, nor that 
every stop which had been made for that period should be 
made for ever, without regard to the needs or rights of 
travelers from other places. The words may be construed 
as forbidding such substantial dimimution of accommodation 
at the station as will reduce it below that generally furnished 
at other stations. * * 

‘* To operate a railroad by statute is difficult. It would be- 
come more difficult if an unbending rule required that a 
facility once furnished should always be continued, without 
regard to circumstances, or that, if withdrawn from one sta- 
tion, it should, therefore, be withdrawn from all.” 


OLD AND NEW ROADS. 








Atchison, Topeka & Santa Fe.—On the extension of 
the Chanute Branch track is now laid to the Verdigris River, 
a distance of 1714 miles. This is one of the branches which 
are being built under the organization of the Chicago, Kan- 
sas & Western Co. 


Baltimore & Ohio.—This company has begun suit 
against the stockholders of the Newark, Somerset & Straits- 
ville Co, to recover $415,316 claimed due them on two 
promissory notes. The Newark, Somerset & Straitsville 
road has been leased to the Baltimore & Ohio Co. for a num- 
ber of years, during which time large advances have been 
made by the lessee, and it is understood that the suit is the 
beginning of proceedings which will vest the absolute title to 
the road in the Baltimore & Ohio. 

The Pennsylvania Railroad has notified this company that 
it will require hereafter the payment of regular local rates 
on all freight carried for it between Baltimore and New 
York. This action, it is understood, is taken in consequence 
of the approaching completion of the new line to New York. 
In consequence the Baltimore & Ohio has instructed its 
agents to take no more through business to or from New 
York by rail for the present and until further instructions. 
Arrangements have been made to carry freight between New 
York and Baltimore by water. 

In consequence of this action the opening of the line be- 
tween Baltimore and Philadelphia for freight traffic has 
been hurried up, and freight trains will be put on the road at 
once. Temporary feeight stations have been provided in 
Philadelphia. 


Boston & Albany.—The statements to the New York 
Commissioners give the following figures for the quarter end- 
ing June 30 and the nine months from Oct. 1 to June 30: 


——-Quarter.—-— ——-Nine months.-— 
1886. 1885 











. 1885-86. 1844-83. 
Earnings.. .....$2.020,597 $1,833,665  $5,936,6'7 $5,522,672 
Expenses........ 1,523,339 1416,726 4,047,013  3:859.709 
Net earnings.. $497.258 $416,939 $1,880,504 $1,662 963 
Charges... .. .. 187.786 188,070 1,011,975 1,072,698 
Surp'us.. ... $309,472 $228,869 $877,619 $590,265 


The increase in the surplus for the nine months was $287,- 
354, or 48.7 per cent. The road shows the effect of better 
rates on its Shrough traffic in a very marked way. 


Boston & Maine.—Officers of this company deny posi- 
tively the reports that they wish to secure control of the Bos- 
ton & Lowell or of any of its leased lines in New Hampshire. 
These reports, they say,are a revival of old rumors, long 
since proved to be untrue. 


Boston, Revere Beach & Lynn.—This company, 
owing to its increasing business, has been obliged to pur- 
chase the entire contro] of the wharf property at East Boston 
which forms the terminus of its line. When the road was 
built, the Boston Land Co. douated one-half its property in 
that vicinity to the narrow gauge, and the demands of a 
rapidly growing traffic have made full control and owner- 
ship necessary . 


Burlingame, Lyndon & Southern.—This company 
has filed articles of incorporation to build a railroad from 
Burlingame, Kan., to Lyndon and thence to some point on 
the Southern Kansas road in Coffee County. Surveys for 
the projected line have been begun. 


Canadian Pacific.—This company’s statement of earn- 
ings and expenses for June and the six months to June 30 is 
as follows : 

June. Six months. 
$895,923 $4.160,443 


eaeasemeue Se SAT A 2. 519.473 2.866.728 


Working expenses .... 


OR ORIG iis Sissi eds ebedin vee $376,450 $1,293,615 
“The gain in net profits over the same period last year is 
for June $92,959, and from Jan. 1 to June 30, $179,207. 
The gross earnings for June include nothing for the carriage 
of construction material, as against $70,549 during the same 
month last year.” 


Carolina Central.—On the extension of this road from 
Shelby, N. C., to Rutherfordton the bridge over the First 
Broad River has been completed. It is 300 ft. in length and 
67 ft. above the water. Track is laid to Bushy Creek, 6 
miles from Shelby, and there is another large iron bridge to 
be erected at this point. The grading is nearly all ready for 
the rails and the track will be laid as fast as the bridge work 
will permit. 

Cedar Rapids & Chicago.—This company has filed 
articles of incorporation to build a railroad from Cedar Rap- 
ids, Ia., eastward to Manchester, a distance of 4i miles. 
Surveys are now in progress, and contracts, it is said, will be 
let as soon as possible. 


Cherryvale, Paola & Kansas City.—This men, ag | has 
been organized to build a railroad from Cherryvale, Kat., 
northeast to Paola, on the Missouri Pacific road. The dis- 
tance is 96 miles. The new company has already asked for 
town subscriptions along its projected line. 


Chesapeake & Nashville.—This road is now aded 
from Gallatin, Tenn., northeast to Scottsville, Ky., a distance 
of 34 miles. Tracklaying was recently begun at Gallatin and 
the rails are reported down for 11 miles from the starting 
point. Contracts will soon be let for the grading of au 
additional 25 miles of road, from Scottsville to Glasgow. 


Chicago, Madison & Northern.—The incorporation 
of this company, which was briefly noted last week, provides 
for the building of a railroad from Freeport, Ill., on the 
Illinois Central, northward to Madison. Two companies 
have been incorporated, one in Illinois and one in Wiscon- 
sin, to be consolidated hereafter. All the directors are 
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officers of the Illinois Central Co. The line will be about 
55 miles long, and the company’s agents are now securing 
the right of way. Grading has already begun at Freeport. 


Chicago, Burlington & Northern —The statement 
of tracklaying for the week ending July 31 is as follows: 


——-Week.-—— ——Total. —— 
ee 9 miles 20 ft. 348 miles 1.620 ft. 
Permanent sidings. ....1 ‘** 1,804* * 4,805 ** 


isn... aabdeck 17.“ 5,230“ 


Total track. ......... 10 miles 1,924 ft. 390 miles 1,095 ft. 


On July 31 there remained unfinished on the main line only 
7 miles 60 ft., between East Dubuque and the Wisconsin 
River. 

This gap was closed on Aug. 6, completing the work of 
tracklayimg on the main line. The work of finishing up and 
preparing the track for regular trains is being rapidly 
pushed, but no date has yet been set for the opening of the 
road for traffic. 


Chicago, Milwaukee & St. Paul.—This compan 
has had surveys made for an extension of its Wisconsin Val- 
ley Division from Merrill, Wis., northward to the Gogebic 
iron range, aud it is reported that work has already been 
begun with a considerable force. 


Chicago, St. Louis & Peoria.—Work is shortly to be 
begun on this road, which is to extend from Springfield, IIl., 
to Peoria. The new line will be an extension of the Sv. Louis 
& Chicago road, now nearly completed, from Litchfield, Il., 
north to Springfield. 


Cleveland, Lorain & Wheeling.—This company re- 
cently began work on an extension of its tracks from Bridge- 
port, O., southward to Bellaire, the object being to connect 
with the Baltimore & Ohio at the last named place. Work 
has been stopped on the extension. however, on account of the 
opposition of the Cleveland & Pittsburgh Co., and probably 
nothing will be done until the Court has settled the question 
of the right of the new road tocross the Cleveland & Pitts- 
burgh tracks. 


Temporary sidings...... 














Columbus & Eastern.—Grading has been for some 
time in progress for an extension of this road from its 
present terminus at Fultonham, O., to McConuellsville in 
Morgan County, a distance of 35 miles. Tracklaying has 
been begun. 


Denver & Rio Grande Western.—Under order of the 
United States Circuit Court Mr. W. H. Bancroft, Receiver 
of this road, transferred the property to the Denver & Rio 
Grande Western Co. on July 29, and the receivership was 
then terminated. This action was taken in response to an ap- 
plication to the Court by the trustees, representing that the 
plan for funding interest and resuming payment been 
accepted by nearly all the bondholders and that the earnings 
of the road had so much improved as to enable the company 
to resume payments of its obligations as they accrue. Durin 
the receivership the condition of the road has been very muc! 
improved, and under the agreement made with the Denver & 
Rio Grande bondholders the company has secured sufficient 
equipment to operate its road. 


Fargo, Devil's Lake & Turtle Mountain.—This 
company has been organized at Fargo, Dak., to build a rail- 
road from that city to the Devil’s Lake country. The com- 
pany has been promised considerable donation in land and 
money by the towns along the line. 


Fremont, Elkhorn & Missouri Valley.—The new 
branch of this road from Fremont, Neb., to Lincoln, is now 
nearly all graded, and it is expected that tracklaying will be 
begun next week. The road will have to be completed by 
Nov. 1 next in order to secure the $50,000 in bonds voted by 
the city of Lincoln. 


French Broad.—This company has filed articles of in- 
corporation in Tennessee to build a railroad from Paint Rock, 
on the North Carolina line, through the valley of the French 
Broad River to Knoxville, a distance of about 75 miles. The 
incorporators and directors are all connected with the Rich- 
mond & Danville Co., and the new organization is intended 
to build the Knoxville Extension of the company’s Western 
North Carolina line. Surveys are now in progress, and it is 
—- that work will be begun as soon as the location is 
completed, 


Galveston, Sabine & St. Louis.—At the last annual 
meeting two boards of directors were chosen, one by the 
local stockholders and one in the interest of the construction 
company which is building the road _ The htigation to de- 
termine the standing of the two boards was begun, but has 
now been closed by a compromise,the local board retiring but 
cary ing as in an entirely new board which has 

n elected, 


Georgia Pacific.—Work is actively in progress on the 
gap between the Eastern and the Middle Division of this 
road. The line under construction extends from Coalburg, 
Ala., to Day’s Gap, a distance of 39% miles. Grading is 
completed for about 10 miles from each end and tracklaying 
las been begun at each end, the intention being to lay track 
on the 20 miles of grade in order to facilitate the work on 
the remaining section of 1914 miles. The object is to have 
the work done and the road in operation from Atlanta, Ga., 
to Columbus, Miss., early next spring. 

The company is now having surveys made for the extension 
of the Greenville Division, the western end of the road, from 
its present terminus at Jobnsonville, Miss., to a connection 
with the Illinois Central at Greenwood. As soon as this ex- 
tension is finished the Western Division will be chan: from 
8 ft. to standard gauge. Nothing has yet been decided as to 
the extension of this division eastward to a connection with 
the middle division at Columbus. 

{n order to meet the demands of the road for additional 
*quipment the Georgia Pacific Trust Co., organized with a 
Capital stock of $600,000, of which there has been issued 
$580,000, the remainder being reserved for future need. 

nder this equipment trust there have been ordered for the 
road 15 Mogul freight engines 100 box, 10 stock and 415 
Coal cars, all for early delivery. 
- he management of the road is now entirely distinct from 
Pong of the Richmond & Danville, although the relations of 

© company with the Richmond & Danville remain close 
and friendly and the traffic contract is still in force. 


2 Hornellsville & Lackawanna.—aA contract for the 
vile won of this road, which is to extend from Hornells- 
Me e, N. Y., toa connection with the Lackawanna & Pitts- 
yen road, has been let to Blake Brothers & Co., of New 

ork, the work to be completed within 60 days after all the 
right of way is secured. 


for puisville, New Orleans & Texas.—The statement 
une and the six months to June 30 is as¢follows : 





=o June. saan a mente 

EeralNRS........ 22, $101,679 $67,147 $731,477 $533,229 
_  aetes 85,898 77,834 105 «482,134 
_Netearnings... .. $15,781 *$10,687 $132,372 $31,095 


*Deficit, 


For the half-year the gross earnings increased $198,248, 
or 37.2 per cent., and the expenses $116,971, or 24.3 per 
cent., the result being a gain of $81,277, or 159.3 per cent., 
in net earnings. 


Long Island.—The statement to the New York Com- 
mission for the quarter ending June 30 is as follows : 














1886. 1885. Inc. or Dec. P.c. 

Earnings........ ...+.$748.080 $717,948 - $30,142 4.2 
Expenses.... ... . 475,589 449,199 I 26.390 5.9 
Net earniogs .... . $272,501 $268.749 I. $3.752 4 
Other income. ....... 23, 17,916 IL. 5,780 32.1 
TE onc scceecsial $236,197 $286.665 I $9,532 3.3 
See 164,304 162,834 I 1,470 0.9 
Surplos.... .. -§131,893 $123,831 I $8,062 6.5 


The dividend paid for the quarter was 1 per cent., requir- 
ing $100,000, and leaving a balance of $31,893 as surplus. 


Louisville Southern.—The Southern Contract Co., 
which has undertaken the construction of this new line, gives 
notice that it will receive propositions until Sept. 1 for the 
grading and masonry of the road from Louisville to a con- 
nection with the Cincinnati, New Orleans & Texas Pacific 
road, the distance being 84 miles. Prcposals will be received 
for three different routes, the first by Shelbyville, Law- 
renceburg and Nicholasville or Lexington; the second by 
Taylorsville, Lawrenceburg and Harrodsburg; the third b 
Taylorsville, Willisburg and Danville. Profiles and specifi- 
cations can be seen at the office of Mr. John McLeod at the 
Courier-Journal Building in Louisville. Proposals will not 
be considered for any section less than 5 miles. 


Mexican Railroad Notes.—The following notes are 
from the Mexiean Financier of July 31 : 

The stockholders of the Toluca, Tenancingo & Cuernavaca 
Railroad Co. elected a board of directors at a recently held 
meeting at Toluca, Gov. Zubieta, of the State of Mexico, pre- 
siding at the meeting. It is announced, officially, that the 
company has the funds to push the work on to completion. 

It is estimated that to build the section of the National 
road, now uncompleted on the main line, extending some 362 
miles between Saltillu and San Miguel de Allende will cost 
$5,000,000 and to construct the branch from Lampasas to the 
Sabinas coalfields will require $1,000,000. The National, 
under its reformed concession, is empowered to build this 
line into the coalfields. It is estimated that $2,000,000 more 
could be usefully employed in completing other needed sec- 
tions and thoroughly equipping them, making a total of only 

.000,000 to render the National system practically 
complete. The gap of 362 miles on the main line has 
beeen thoroughly surveyed, and it has been found that, 
for 300 miles, the country rmits easy grades and 
.cheap construction, the remaining 62 miles offering 
no greater difficulties than have been found on other parts of 
the line, always excepting the Toluca Division, which is ex- 
' ceptionally difficult. From Saltilio to San Luis Potosi, some 
‘100 miles, the road will traverse a good grazing and mineral 
country. It will pass through the famous Catorce mineral 
district, where a vast amount of ore is to be had which will 
have to be hauled to the United States for smelting. At 
Saltillo the National will ascend to the cool, table-land region, 
on which it will continue right ~~ to this capital. An 
interesting point of competition for both the Central and 
the National will be found at San Luis Potosi, where al- 
ready the wagon trains of both companies meet. 


Milwaukee, Lake Shore & Western.--This com- 
pony makes the following statement for the half-year to June 











1886. 1885. Increase. y. 2. 

Farnings....... . $942.768 $560.128 $382.40 683 
Expenses......... 521 296 411,516 109,780 26.6 
Net earnings... $421,472 $148,612 «$272,860 »—:183.6 


The large increase in earnings is due to the opening of the 
road through to Lake Superior at Ashland, and the traffic 
from the new iron mines on the Gogebic Range. 


Minnesota & Northwestern.—This company reports 
that the gross earnings (on 109 miles worked) for June were 
$43,715; the expenses were $19,359, and the net earnings 
$24,356. The interest on the outstanding bonds was $10,784, 
leaving a surplus of $13,572 for the month. 


Mississippi & Leech Lake.—This company has been 
incorporated in Minnesota to build a railroad from St. 
Cloud, along the west side of the Mississippi, to Little Falls 
and thence to Leech Lake. The capital stock will be $3,000,- 
00U and the company’s office will be in Minneapolis. 


New Orleans, Natchez & Fort Scott.—This company 
has been organized in Louisiana to build a railroad from 
Vidalia, opposite Natchez, Miss., northwest to the Arkansas 
line. It is intended to be part of a projected line from New 
Orleans to Fort Scott, Kan. 


New Orleans & Northwestern.—This company has 
been organized in Mississippi under an old charter. The pro- 
jected line is from New Orleans to Natchez, Miss., and is in- 
tended to form part of a line from New Orleans to Fort 
Scott, Kan. 


New York, Lake Erie & Western.—The statement 
to the New York Railroad Commission for the quarter end- 
ing June 30 is as follows: 

















1886. 1885. Inc. or Dec. P.c. 
Earnings ........5... $5,580,738 $4.402,558 1. $1,178.180 26.7 
Expenses ..........-. 3,839,293 3,404,634 I. 434,659 12.7 
Net earnings ...... $1.741,445 $997 924 I. $743,521 743 
Income other sources 348,920 294,602 I. 54,318 18.2 
Total income...... $2,090,365 $1,292,526 I. $797,839 61.4 
Interest, rentals and 
CREED sone coes 'Se6ss 1,878,053 1,937,305 D. 59,252 3.1 
Surplus............ $212,312 *$644,779 I. $857,091 ..... 
*Deficit. 


As was to be expected from the monthly statements, this 
is the best showing that the company has made for a long 
time. 


New York, New Haven & Hartford.—The reports 
to the New York Commissioner give the following figures for 
Seo ending June 30 and the nine months from Oct. 1 
to June 30: 














_ Quarter. — -——Nine months.—-— 
886. Ls85. 1885-86. 1884-85. 

Earnings.. . .....$1,859,826 $1,664,362 $5,340.220 $4,845,074 
Expenses.......... 1,201.448 1,011,097 3,447,992 2,918,155 
Net earnings.... $658.378 $653,355 $1,892,328 $1,926,919 
Other income .... 9,793 4,629 20,889 9.523 
Total...... ... $668171 $657,984 $1,913,217 $1.936,442 
Charges...... .... 204.947 204.947 614,841 614,841 
Surplus.... ..... $463,224 $453,037 $1,298,376 $1,321,601 


The decrease in surplus this year was $23,125, or 1.7 per 
ceut, forthe nine months. Thesurplus this year was equiva- 
lent to 8.38 per cent. on the stock, against 8.53 per cent. last 





year. 


Y | incorporation in Illinois. 


Ohio & Mississippi.—This company’s statement for 
June and the six months to June 30 is as follows : 











- June. — ——Six montbs.—— 

1886. 1885. 1886. 1885. 
Earnings ............ $308.119 $264,201 $1,730,719 $1,738,415 
Expenses.... ...... 224,657 192,306 1,306,761 1,353,700 
Net earnings ..... $83,462 71.895 $423.958 $384,715 
Per cent. of exps.... 729 728 73.5 Te 


For the half-year the gross earnings decreased $7,696. or 
0.4 per cent., and the expenses $46,939, or 3.5 per cent., the 
result being a gain of $39,243, or 10.2 per cent., in net earn- 
ings. 

Oregon Improvement Co.—The statement for June 
and the seven months of the fiscal year from Dec. 1 to June 
80 is as follows: 














———June = —-—Seven months.——. 

1886. 1885. 1886. 1885. 
Earnings... ....$271,781 $222,442 $1,450,614 $1,590,279 
Expenses........ 185,661 177,050 1,199,069 1,301,206 
Netearnings.. $86,120 $45,392 $251,545 $289,013 
For the seven months the gross earnings decreased $139,- 


605, or 8.7 per cent., and the expenses $102,137, or 7.8 per 
cent., leaving a decrease of $37,468, or 12.9 per cent., in net 
earnings. 


St. Louis Southern.—This company has filed articles of 
The line described indicates that a 
company is organized to operate the St. Louis Coal Railroad, 
which was recently sold under foreclosure. 


Salina, Columbus & Southeastern.—The object of 
this new road isto carry coal from the extensive fields of 
Cherokee County, Kan., to the northwestern part of the 
state, where fuel is scarce. It will be about 250 miles long. 
The road is to be built shortly from Salina in Saline County, 
Kan., through Parsons to Columbus in Cherokee County. 
Grading is now in progress from Parsons toward Columbus. 


Sioux City, Bismarck & Fort Benton.—This com- 
pany has been incorporated to build a railroad from Sioux 
City, Ia., to Bismark, Dak., and thence to Fort Benton, 
Mont., a pretty extensive line with not much chance of pass- 
ing from the paper state of existence. 


Sonora.-—The statement for May and the five months to 
May 31 is as follows, the figures given being in Mexican cur- 
rency: 

——Five months.—— 

8&6 1885 


1886. 1885 5. 
Earnings ............ .$23.797 $22,354 $120,283 $127,128 
SINDD. 2d.) Soceccecs 19,024 19,415 96,811 99,344 
Net earnings.... $4,773 $2,939 23,472 27,784 


For the five months the gross earnings decreased $6,845, 
or 5.5 per cent., and the expenses $2,533, or 2.6 per cent., 
leaving a decrease in net earnings of $4,312, or 15.5 per 
—_ The road is owned by the Atchison, Topeka & Santa 

e. 


Southern Pacific.—The San Francisco Bulletin says : 
‘The recent filing by the Southern Pacific Railroad of a 
map showing a railroad route from San Miguel eastward 
over the mountains to Lerdo has given rise to the erroneous 
report that the company intends to build at once over this 
route, and will abandon the route nearer the coast which 

sses through San Luis Obispo, San Buenaventura and 

anta Barbara counties. The map which has been filed is 
only for the purpose of securing under the United States 
laws the right of way through 1 nds now belonging to the 
aan. so that when the line is built, which may not be 

or many years, there will be no difficulty in this matter. 
Securing right of way through a country which has been set- 
tled is often very vexatious, as the needs of a railroad are some- 
times taken advantage of to attempt extortion. The filing of 
the map has no connection with the line projected through the 
southern counties, which will be built as originally proposed. 
The Southern Pacific, under its charter, cannet build on the 
coast route further than San Miguel ; but to enable the coast 
line to be constructed, a new ae was formed a short 
time ago, called the Southern Pacific Branch Railroad. This 
company will continue the line of the Southern Pacific from 
San Miguel around by the coast, through San Luis Obispo, 
Ventura and Santa Barbara, to a connection with the South- 
ern Pacific in the vicinity of Newhall. At some future time 
the road across the mountains to Lerdo will undoubtedly be 
built.” 


Southern Pacific Co.—The gross and net earnings of 
the roads in the Atlantic System for Juue were as follows : 


Gross earniogs.—. —Net earniogs.— 
886 1 1886. 85. 











J . , 18 

Gal., Har. &8. A $201,966 $225,587 *$2.909 $84,224 
Gulf, W. T. & P.... 2,916 5,659 *2,612 4.118 
Louisiana West. ... ... 48,710 43,379 21,333 20,926 
Morgan's La. & Tex....... 259,677 255,584 13,195 63,724 
. ¥., Tex. & Mex.... ... 12.438 24,100 352 8,345 
Texas&N.O... ......... 80,081 73.429 34,571 28,449 
Wate cack vt cvosoies sss $605,788 $628,038 $63,930 $209,786 

* Deficit. 


The decrease in the total gross earnings for the month was 
$22,250, or 3.6 per cent.; in the net earnings it was $145,- 
856, or 69.5 per cent. 


Texas & Pacific.—The Olcott-Fleming and the Wistar 
committees have agreed to re p ace to a new committee, 
composed of three of the Fleming and four of the Wistar 
committee. The new committee stands as follows: I. J. 
Wistar, Chairman; John Markoe, William D. Winsor, Rob- 
ert Fleming, C. M. McGhee, Mayer Lehman, John M. 
Hutchinson and John Lowber Welch. 

On Aug. 11 this committee made the following announce- 
ment to holders of Texas Pacific bonds : 

‘* By mutual agreement made between committees of which 
F. P. Olcott and I. J. Wistar are Chairmen, and at their 
joint request, the undersigned have consented to act as a 
joint committee in their place, to continue the reorganization 
of the company upon a modified plan which has been agreed 
upon, and which, it is believed, will receive general approval. 
The modified plan will be immediately printed and deposited 
at the Farmers’ Loan & Trust Co. in New York, and the 
Fidelity Trust Co. in Philadelphia, for distribution to all per- 
sons interested.” 

It is said that the compromise agreement will involve the 
control of the reorganized company by the Gould interest, 
which will not be acceptable to many of the bondholders. 


Wabash, St. Louis & Pacific.—In accordance with 
the order of the Court, the Receivers report that the earnings 
of the Chicago Division for the two years from May 29, 1884, 
to May 41, 1886, were as follows: 


Baraings.. ..crcccccsscessre eal cei Past She nn. ceaqanmenaneanits $2,973,231 
Working CXPeCDOGS........0 cece c cscs cocveccccccesecece 2,466,012 

Wet CRP 655 ons co nbcemse-occceanscctdevasasases 507.219 
Rentals, proportion of car trusts, etc............ yh FE. 645.909 


Deficit for the two years ....... ..secce cecesee wees $138.690 
The earnings were ascertained as follows : The Chicago Di- 








vision was credited with the entire earnings on local freight 
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traffic, namely, traffic passing from stations in this division 
toother stations on it. The report then devotes 50 para- 
graphs to showing how the other class of freight traffic was 
apportioned, it being principally ona mileage pro rata. As 
to local nger traffic, the Chicago Division was credited 
with it all, but on all passenger traffic passing between any 
station on this division and any station on the main line and 
other branches of the Wabash, the earnings were divided on 
a mileage pro rata, bridge tolls being deducted before pro- 
rating in all cases where traffic crossed the Mississippi River. 
ring the receivership the expenses of the division have 
been ascertained in the following manner: The Chicago 
Division was charged with all advertising pertaining to 
business of that line and a proportion of all general advertis- 
ing based upon earnings of all lines in the system except 
T2 minor roads. Also with a proportion of the salaries 
and expenses of soliciting and traveling agents on the same 
basis as general advertising. Also with the salaries of agents 
at stations on this division except at stations com- 
mon to two or more branches, when a proportion was 
charged. As to conductors, baggage-masters, brakemen 
and porters, the Chicago Division was charged with the full 
pay on trains running exclusively on the division, and a mile- 
age proportion on through trains. As to cleaning, fuel, hire 
of passenger and freight cars, the charge was made on a pro- 
rtion based on mileage and earnings. The Chicago Divis- 
ion was also charged with the salaries of all clerks engaged 
on the division, and a pro rata proportion of those in the 
offices on earnings. 

As to commissions, this division was charged with commis- 
sions paid upon the same basis as that upon which the revenue 
for the tickets upon which the commissions was paid was 
apportioned. With regard to damage to property, stock, in- 
dividuals, baggage, freight, etc., and mail expenses, this 
division was charged with all expenses incurred on the line 
and a proportion based on earnings where the expenses 
were common to the whole line. The division was 
pert ce with the salaries of superintendents of divisions, 
assi ts, etc., the same rule being followed. The divis- 
ion was also charged with the expenses of union depots 
on that line, and also with dining-car expenses in- 
curred on it. With regard to the motive power, repairs of 
engines, etc., ovepnes, fuel, a like proportion was observed. 
With regard to the maintenance of cars, repairs, etc., this 
division was charged with a proportion of the expenses of the 
entire system based upon the proportion which the number 
of miles run by cars on that division bore to the number 
of miles run by cars on the entire system. The division was 
charged for maintenance of way, incidentals. printing and 
stationery and salaries of engineers, the whole expenses in- 
curred on the division, and also with a proportion of the gen- 
eral expenses which could not be foonted. 


Waco & Bowden.—The incorporators named in the 
charter of this company, which was granted by the Legisla- 
ture of Georgia at its last session, met recently, and after 
making a temporary organization, resolved to open books of 
subscription and to call a meeting of subscribers for perma- 
nent organization as soon as the subscriptions amount to 
$20,000, The projected line is from Waco, Ga., on the 
Georgia Pacific road, south to Bowden in Carroll county. It 
will be about 13 miles long. 


Western, of Florida.—This name has been adopted by 
the company formerly known as the Green Cove Springs & 
Midland. The road is in operation from Green Cove Springs, 
Fla., to Sharon, 1214 miles. Work has just been begun on 
an extension to Melrose, 22 miles. 

West Shore.—Beginning Aug. 9, De Witt, near Syra- 
cuse, is to be made the dividing point between the eastern and 
western division of this road, the line from Coeymans Junc- 
tion being thus divided into two instead of three divisions. The 
through freight trains trom the same date will run around 
Syracuse on the New York Central freight track instead of 
using the West Shore line through the city. 


ANNUAL REPORTS. 
The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers of 
the curreat volume of the Railroad Gazette: 
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Memphis & Charleston. 


This company owns a line from Memphis, Tenn., to Steven- 
son, Ala., 272 miles, with 20 miles of branches. It leases the 
use of the Nashville, Chattanooga & St. Louis track from 
Stevenson to Chattanooga, Tenn., 38 miles, making 330 
miles worked. The following brief statement has been pub- 
lished for the year ending June 30 last : 

The earnings for the year were as follows: 





1885-86. 1884-85. Inc. or Dec. P.c. 

at $1,323,5-8 $1,384,905 D. $61,377 4.4 

Expenses........ ..... 937,214 1.057.284 D. 120,070 11.3 

Net earnings... $386,314 $327,621 I. $58693 18.0 

Gross earn. per mile... 4,011 4,194 D. 183 4.4 

Net * a 1,171 90 I. 18) 18.0 
Per cent. of exps.... .. 70.8 76.7 D. 5.9 . 


Estimated on the basis of 1884-85 the fixed charges were 
about $320,000. This would leave a surplus of $66,314 for 
the year, if the estimate be correct. 





Northern Pacific. 


The following is published as an approximate statement of 
the operations of this company for the fiscal year ending 
June 30: 





























1885-86. 1884-85. Inc. or Dec. P. ¢. 
are $11.739.527 $11,234,150 I. $496.377 4.5 
Expenses..... ...... 3,919,300 5,953,801 D. 34,501 0.6 
Net earnings.. ... $5.811,227 $5,280.349 I. $530,878 101 
Other income... .. 209,000 140,424 I. 59,576 42.5 
Total.............. $6011.227 $5,420,773 L $590454 10.9 
Interest, rentals, ete 5,954,095 5,328,815 I. 625,280 11.7 
Surplus.......... $37,132 $91,958 D. $34,826 37.8 


The funded debt on June 30 (deducting general mortgage 
bonds bought for sinking fund) was $72,445,821, including 
$43,592,500 general mortgage, $18,857,000 general second 
mortgage, $5,351,500 Missouri Division and Pend d’Oreille 
Division and $4,640,821 dividend certificates. The interest 
charge is $4,346,749 yearly. On June 30 there was $38,058,- 
311 preferred stock outstanding. The increase in charges 
last year was due chiefly to increased rentals. 





Flint & Pere Marquette. 


This company owns a line from Monroe, Mich., to Luding- 
ton, 253.34 miles, with 108.30 miles of branches ; a total of 
361.64 miles of road, with 181.48 miles of sidings and log- 
ging spurs. This makes a total of 543.12 miles of track, of 
which 373.88 miles are laid with steel rails. There was in 
1884 an increase of 2.59 miles of sidings. 

The equipment consists of 77 locomotives; 52 passenger, 6 
parlor, 5 sleeping and 17 baggage, mail and express cars; 
1,062 box, 8 stock, 200 coal, 866 flat and 38 caboose cars ; 1 
officers’ car, 1 pay-car, 3 snow-plows and 16 service cars; 188 
hand and push cars. 

The general account is as follows, condensed : 








DEIEN, acuccurdduens Shoscechnas, CAER Camp anne, bebe 26s $6,500.C00 
4 ik | ee errr 5,299,000 
Accounts and balances 695,337 
are 18,592 
NNR 4 wslhtea Mbathecaimads: satan the iimie des ehinieewes $12,512,929 
Road ani equipment... . oe see $11,256,192 
Stocks and other property............. 788,365 
PE srdakagees seasteteceus Se itu cease 154,982 
Accounts and balances... .......-.s0-.0+5 196,261 
RI aalh, 45: 4 sub gin ba, eek nena dnaes he onbes 117,128 
—- 12,512 929 





The funded debt includes $1,000,000 Holly, Wayne & 
Monroe 8s ; $300,000 Flint & Holly lease 10s ; $75,000 Bay 


County 10s and $3,924,000 general mortgage 6s. There 
was no change during the year. 
The earnings for the year were as follows: 





1885. 1884. Inc. or Dec. P.c. 

Freight..... .. «-$1,247,383 $1,457,169 D. $209,786 14.4 
Passengers......... 636,750 735,067 D. 98,317 13.4 
Mail and express... 59,882 57,429 1 2.453 43 
Miscellaneous ..... 2,775 3,323 D: 448 16.6 
Total...........$1,946,790 $2,252.988 D $306,198 13.6 
Expenses... 1,347,839 1,515,461 D. 167,622 11.1 
Netearnings.. $598,951 737.527 D. $138,576 18.8 
Gross earn. per mile 5,383 6,23 \ 847 13.6 
Net os {656 2039 D. 383 18.8 
Per cent. of exps... 69.2 67.3 J. 1.9 Saen 


The decrease in earnings, which began in 1884, continu 
throughout last year. Since the close of 1855, however, the 
gross earnings as reported monthly have shown a consider- 
able gain. 

The expenses for last year were divided as follows : 





Amount. P.c. 

Maintenance of way and buildings.. we.eeee $220930 11.3 
= * motive power and cars .... 22z,589 12.4 
Conducting transportation..................+5+: 728,245 37.4 
GORGEM GRBCRIEE! F 0 5se eT c eae ect 176,075 9.1 
OOD is 5 vab tin teriisnion?. doh adariel dhs dan “ms $1,347,839 692 


Taxes are included in expenses; they amounted last year to 
$42,333, or 2.2 per cent. of the gross earnings. 
The result of the year was as follows : 





NGS GOCMINMP, GE ROAVO va once scsecdciceess, eodecunocse _ $598,951 
Sundry a: counts, profit and loss . $1,225 
Interest paid (less $28,870 received)... . 329,499 
Dividends (preferred stock), 4 per cent 260,000 

——— 593,724 

Balance, surplus for the year ... .......... 0--+--+- $5.227 

Surplus from previous year.... ........-seeeeeeeeeeeee oe 13,365 

Total surplus, Dec. 31, 1885...... 0 ..........ceeeeee $18,592 


Expenditures for additions to property were: construction, 
$82,724 ; equipment (new cars), $8,094 ; total, $90,818. 

The land report shows sales for 1884 of 6,409 acres for (in- 
cluding timber) 49,045. The average price per acre was 
$7.31. The amount collected in 1884 was $150,555, on ac- 
count of principal, and $41,020 on account of interest. The 
land assets include land notes amounting to $334,745, and 
101,009 acres of unsold lands. 

The traffic for the year was as follows : 





1885. 1884, Inc. or Dec. P.c. 
Pass. train-miles... .. 771,708 738,321 I. 33,387 4.5 
Freight “* med RS 789,502 871,496 D. 81.094 94 
Total locomotive miles 2,013.248 2,171,573 D. 158.325 7.3 
Passengers carried 757,102 882,659 D. 125. 14.2 
Passenger-miles .... ..23,380,115 27,231,295 D. 3,851. 14.1 
Tons freight carried.. 1,135,270 1,229,679 D. 94.409 7.7 
Ton-miles ........ ...98,250.979 97,972,254 I. 278.725 0.3 
Av. rate per ton-mile.. 1.269ets. 1.388cts. D. 0.119ct. 8.5 

Av. train load; 

Passengers, No........ 30.3 36.9 D. 6.6 17.8 
Fieight, tons.......... 124.4 112.4 I. 12.0 10.7 


The average rates per ton-mile last year were: Through, 
0.488; local, 1.409 cents. Of the total tonnage lumber 
formed 31.45 per cent., logs 30.25, salf 9.70 and coal 4 per 
cent. 

Locomotives ran 1.29 miles to each revenue train-mile. 
The earnings per train-mile were 120 cents; expense;, 81; 
net earnings, 39 cents. 

There were 188,860 new ties used in renewals of track and 





288,142 ft. timber in repairs and renewals of bridges. There 
were 170 ft. of bridge rebuilt and 78 ft. filed in. Two stone 
culverts were built and a long trestle partly filled. The grade 
was reduced at several points and other improvements of 
road made. 


Shenandoah Valley. 





This company owns a line from Hagerstown, Md., to 
Roanoke, Van 238.11 miles, with 17.24 miles of short 
branches : a total of 255.35 miles. There are 24.40 miles of 
sidings. 

Since April 1, 1885, the road has been in possession of 
Sidney F. Tyler, as Receiver in a suit brought by the trustee 
under the mortgages. The report, however, covers the oper- 
ations of the road for the full year ending Dec. 31 last 

The equipment in use includes 41 locomotives; 18 passen 
ger, 4 pies a 2 postal and 6 baggage cars; 275 box, 
248 stock, 248 gondola, 25 flat and 8 caboose cars ; 3 tool 
ears. There were also 428 transfer trucks, for which there 
is no longer any use, since the change of connecting lines to 
standard gauge. 

Of the equipment above the company owns only 2 lovomo- 
tives; 6 passenger and 4 express cars ; 50 box, 25 gondola 
and 12 flat cars. The rest is held under car trust or rental 
agreements. The total amount of the principal of the car 
trusts at the close of last year was $661,306, 

The company’s balance sheet is as follows, condensed : 





Gin I Bi. 5s sbi eb eikiin a ins eel ae “SeiSnein’ $3.695 200 
NS Sica: itching Suinifwln bn akik res) eek Lede desnche 8.883.000 
DDS tsccipedaaekeseens, sencantes 40+ 006 fain len ieeen 749 066 
ee 237.212 
Accounts and balances payable..........-. ....ceeceeee 989.871 

_ __ SRR Na ees PE ee .. $14,555,949 
Road and property............ +++ «+ .. $11,495,102 
Cet Lan. tseice tops srkeweksleess 7 
Securities owned ........... 2 2... sees. 
Accounts and halances............. «1... ‘ 
Income avcount, debit balance............ 1,237,333 

— 14,555,949 


The funded debt includes $2,270,000 first-mortgage 7s: 
$4,113,000 general mortgage 6s, and $2,500,000 income 6s 
Of these bonds the company owns $119,000 general mort- 
gage and $910,000 incomes, most of which are pledged as 
collateral for loans, 

The earnings for the full year were as follows: 





1885. 1884. Inc. or Dec. P.c 

Cre $404,678 $459,442 D. $54,764 11.9 
Passengers ...... - 198,506 197,802 I. 704 0.4 
RK od cceueasis ones 91,708 85,127 a 6,581 cf 

Total ............. $694,892 $742,371 D. $47.479 65 
Expenses 463,162 613,015 =i. 50.147 82 

Net earnings... .. $31,730 $129.356 D. $97,626 75.7 
Gross earo. per mile 2,721 2,920 D. 199 6.5 
Net - - 124 509 D. 385 75.7 
Per cent. of exps... 95.4 82.6 I. 12.8 ee 

The earnings above given are for the full year. The divis- 


ion between the three months of operation by the company 
and the nine months by the Receiver is as follows: 





Earnings. Expenses. Net or deficit- 

Company, 3 months.. .... $141,360 $162,952 D. $21.59" 
«weceiver, 9 ear. iii! eee 500,210 N. 43,322 
Total, vear ..... .... $694,892 $663,162 N. $31, 30 


The income account of the company is as follows, interest 
on bonds being charged up for the full year; car trusts and 
floating debt interest for three months only : 


Deficit on operation, 3 months..............-0656 cs eee $21 592 
Interest on funded debt, full ycar... .... 22... ..seeee 298.540 
nd Se TEs, co Us. | 06 8000,5. 56 0.00.00:000,08 19 109 

- aud discount, 3 months, ... ...............0-00- 27.734 
Total deficit for the year. ......cccsccccccssdeccsee $466,975 

Back taxes, old accounts, CEC ....... 256 eee weer eeeeee 50,850 
SE PO EE. Ug MUN scarves cecccqacccees ccccacpaccoe 719,508 
Income account, debit balance, Dec. 31, 1885.... $1,237,333 









The charges against the Receiver’s net earnings ($53 
for interest on car trusts and certificates were $42,283, 
leaving a net balance of $11,034. The Receiver’s statement 
of receipts and disbursements, in a coudensed form, is as 
follows: 


Receipts from operation, etc................ cee eee ceee $749,507 

= **  Receiver’s certificates ... ... 2... e+ 263,000 

IT Gan wks thbelinn snute« aaiparvent is ha sin b ees Saar $1,012,507 
Current operating accounts... ..........- . $654,134 
Interest on certificates........ punseis asaehee 5.418 
CCPOEUES POPNOW, 50.06 ie liscceteledis. 65,999 


Debtsiof COMPANY. 65.5 ..20. 2s. cec cess cee scee nn nie 
DV Sie 


$46,689 





Balance on hand, Dec. 31, 1884........ 4 seeds 
The payments for the company were all for pay-rolls and 
other current accounts, except $2,678 for settlement of right 
of way claims. 
The train and car mileage for the year was as follows : 





1885. 1884, Inc or Dec P2 

Passenger train miles. .... 395.909 372.083 I 3 64 
Freight - e400) ee 297.499 0% 
Total locomotive miles... 803,762 759,468 [I 44294 95.8 
Passenger car miles. ... .1,674,404 1,479,056 I. 195,345 15.- 
Freight af se  .. 4,231,381 4,329,665 D. 98,284 ~~ 

Average train load: 2 Ps : 
Passengers. No..........-. 22.7 21.5 I. 1 2 3.6 
ee A RR 122.5 1245 D. 2.0 Lo 


Locomotive service last year cost 16.21 cents per mile run. 
Locomotives ran 1.16 miles to each revenue train mile. the 
average train was 4.2 passenger or 12.7 freight cars, the — 
consumption being 12.2 lbs. per passenger car mile and 7. 
Ibs. per freight car mile. 

The traffic carried was as follows: 


1885. 1884. Inc.orDec  P.c. 
Passengers carried... 164.546 180.372 D. 15,826 4 
Passenger-miles ...... 9.001.674 7,998,718 1. 1,002,956 - : 
Tons freight carried... 390,331 394.710 D. 4,379 L 
pS eee ae 36,179,881 37,949,530 D. 1,769,649 4.7 


Average rate: 
Per passenger-mile.. 2.205 cts. 3.297 cts. 
Per ton-mile.... ..... 1.119 * 1.262 * 4 i 

The average passenger journey last year was 5 .7 miles: 
the Sccmnen ante Seal wen 92.7 miles. North-bound —_ 
ness furnished 61.6 per cent. of the ton-miles, and sout : 
bound business 38.4 per cent. The average rate on lo« . 
freight was 1.404 cents and on through freight 0.836 cen 
per ton-mile. —_ 

The decrease in gross earnings was largel~ due to cont capt 
depression of business and the light traffic in iron ore ~ 
other minerals from the line of the road. It was partly dU 
also to low rates on traffic. er, 

The expenses were heavy on account of the necessity Ha 
making extensive repairs to road and equipment immediate]} 
in order to operate the road properly. 

There were used in renewals 1,012 tons of 
39,302 new ties. There was 0.58 mile of new 


D. 1.092 cts. 32.5 
D. 0.143 “ = 11.3 


steel rails and 
sidings built. 


A large amount of work was done in repairing and renewing 
bridges, widening cuts and = -_ omer oo ith iron 
ints. i in 55.46 miles of trac — 
points. There still remain and needing immediate re- 


rails, most of them badly worn 
newal, 

















